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Volume XLIX 





Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 


Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 


A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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TANGLED THOUGHTS 


yo what a snarl our failure to look at the transpor- 
tation problem with calm and unprejudiced eyes, to 
look at it whole and with the sole desire to set up a 
properly coordinated system with the necessary fairness 
to all elements involved, in the interest of adequate trans- 


portation for the commerce of the country, sometimes 
leads us. 


Popular writers with little but imagination to equip 
them for dealing with the subject, competent students, 
shippers, and even some railroad men in public—and 
more of them in private—have been uniting in the song 
that the railroads are behind the times—that, if they 
expect successfully to compete with the motor vehicles 
and retain an appreciable part of the business that is 
leaving them for the trucks and the busses, they must 
g0 into the same kind of business themselves and furnish 
the same kind of service—the service the people want; 
they must forget that they are mere railroads operated 
by railroad men, and regard themselves, rather, as trans- 
portation companies in the business of furnishing trans- 
portation—whatever kind of transportation is demanded 
by the changing times and new developments. And that 
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is sound doctrine, whether uttered by the deep student 
or the mere dilettante who sees dimly in his imaginative 
mind the thing the trained observer has found to be true. 

Yes, the railroads must get into the motor transport 
business themselves to a much greater extent than they 
have done already. They have the organization, the 
knowledge—all the machinery—and there is no one 
more than themselves to blame if they allow this business 
that is going to trucks and busses to get away from them. 
So far, we believe, all our readers—except, perhaps, some 
reactionary railroad men—follow us and agree with us. 

“But,” say the motor vehicle operators, and “but,” 
say the shippers, “if the railroads go into this motor 
transport business they must do so as separate entities 
and their losses in the truck business, for instance, must 
not be passed in railroad rates to shippers by rail.” 

In other words, what these persons want and what 
they are arguing for is not at all properly coordinated 
transportation and a realization on the part of railroad 
men that they ought to be in the transportation business 
instead of the railroad business. They, the motor trans- 
port people, though not able successfully to deny that 
the railroads ought to be allowed to get into motor trans- 
port, want every advantage possible preserved to them- 
selves—which is natural, of course; and they, the ship- 
pers, want the same thing. What an abortion of a busi- 
ness it would be, wouldn’t it—the railroad companies in 
the transportation business, furnishing whatever sort of 
transport was needed or demanded, and doing it in 
response to demand, but keeping separate accounts for 
each kind of transportation, notwithstanding that, of 
necessity, in taking on other kinds of transport operation 
the railroads must cut down or, perhaps, entirely aban- 
don some of their strictly railroad operations? 

We are intrigued also by some of the other argu- 
ments presented at the Senate committee hearing by 
the motor vehicle people on the motor regulation bill. 
“We have no objection,” they say, “to any motor truck 
company competing with us, provided the competition is 
fair, open, and above board, and is not subsidized by 
railroad earnings derived from the transportation of 
freight on the rails,” etc. By changing a word here and 
there, why wouldn’t this be a fair statement of the rail- 
roads’ case? They have no valid objection to competition 
from any source, so long as it stands on its own feet, but 
they object to subsidy in public support and freedom 
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Improved Terminal Facilities 
NEW ORLEANS, LOUISIANA 










1. Mississippi River. 2. St. Claude Avenue, New Orleans business district to left. 3. Slips from Industrial Canal 
to serve docks (for later construction by New Orleans Dock Board). 4. Canal Yard. 5. Lake Pontchartrain. 


e@ New ‘‘Canal Yard”’ in operation February 1, 1932. 
e Storage Capacity 4,200 cars. 
e Adjacent to Industrial Canal. 


For e Direct interchange permitting quick handling to all 
industries, docks and railroads in New Orleans. 


Efficiency-:-EKconomy:-:-Service 


NEW ORLEANS GREAT NORTHERN RAILROAD 
GULF, MOBILE & NORTHERN RAILROAD 
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from regulatory restrictions. What is sauce for the 
goose is sauce for the gander. 

The only way out of the maze is to set up a fair, sane, 
sound system of transportation with no favors to any 
particular agency, and let the chips fall where they may. 
Only in that way shall we ever bring about proper co- 


ordination and truly efficient transport service. 


RAILROADS AND RATE RULE 


N an editorial in the January 30 issue, in discussing 

the proposals to alter the rule of making rates, as 
contained in the present section 15A, we remarked that 
the railroads themselves did not approve the amendment 
in behalf of which it had been argued that, under it, the 
Commission could and would make rates sufficiently high 
in prosperous years that the railroads might “lay up” 
something for use in lean years. We based this on con- 
versations with railroad men and some public utter- 
ances by them, which latter we now, in the light of 
testimony before the Senate committee this week, see 
to have been more or less ambiguous in so far as they 
referred to this amendment—though there is no mis- 
understanding about railroad opposition to the alterna- 
tive proposed amendment to set up a new base on which 
rates shall be calculated. Perhaps the misunderstanding 
was occasioned by the fact that two different amend- 
ments have been proposed, though we still think railroad 
men have given occasion for the supposition that they 
were against both. 


At any rate, doubt has been dispelled by the testi- 
mony before the Senate committee by Alfred P. Thom, 
general counsel for the railroad executives. He joins 
the procession in favor of the amendment giving dis- 
cretionary power to the Commission to make rates that 
will produce what it considers a fair revenue from time 
to time, without the setting up of any definite base, such 
as value. To be sure, he suggests some different language 
from that employed by the Commission and favored by it 
and others, his language putting more of the railroad 
point of view into the provision, but, nevertheless, he 
and those he represents agree in principle with the pro- 
ponents of the amendment. 

We think the railroads are making a mistake in this 
matter. As we have said before, there is not much to 
choose as to practical results between the provision sug- 
gested and the present law, for the Commission, under 
the proposed provision, could do just as it has been 
doing under the old one—ignoring the needs of the 
carriers and making rates that produce the revenue it 
thinks proper, regardless of what the law says is ad- 
equate. The only difference would be that the Commis- 
Sion would, under the amendment, have legal authority 
for doing what it has been doing, much to the disgust of 
the railroads. We do not see what they can possibly 
gain by their present attitude; on the other hand, we 
think they lose something of strategic, though, perhaps, 
not of actual, value. 

Our purpose in this editorial, however, is not parti- 
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cularly to argue the subject, but merely to set ourselves 
straight. We do not desire to misrepresent the attitude 
of anyone in this or any other matter. 

It seems to us, however, that the railroads have 
“fallen” for a scheme of rate-making, not in their interest, 
put forward by others largely for their own selfish reasons 
—though, of course, they attempt to justify their claims 
as to its soundness and enlist railroad support by show- 
ing what it would do for the railroads. As we have 
tried to point out, it would probably do nothing for 
them. When we speak of “selfish reasons’ we do not 
necessarily mean pocket-book considerations alone. These 
may appeal, for instance, to shippers, who can hardly be 
conceived as proceeding so aggressively for this proposed 
change in the interest of anybody but themselves. But 
as to the Commission itself, the reason may be no less 
selfish, though of a different kind. What of its desire 
to relieve itself of a difficult task and to have approved 
by Congress the policy it has pursued in the past, re- 
gardless of the present law, of making rates to produce 
a level of revenue that seems to it proper—or, perhaps, 
of making rates without much thought as to the level of 
revenue produced? And surely the state commissions, 
also favoring the change, have not proved themselves 
especially friendly to the railroads. 

We can understand, of course, how a student of trans- 
portation, regardless of his selfish interest, might come 
to approve the change, but when persons not usually 
favorably disposed toward the railroads aggressively 
urge it—and urge it as a thing that will result in benefit 
to those whose interests are commonly supposed by them 
to be opposed to their own—then we think it is proper to 
dissect motives a little. 

We do not, of course, know all the things in the 
minds of those who guide the destinies of the railroads; 
perhaps they are, for diplomatic reasons, merely seeking 
something on which they may agree with what appears 
to be pretty concerted transportation opinion not iden- 
tified with the railroads; but again we say it seems 
to us that they have made a tactical blunder in giving 
up a principle the mere statement of which in the law 
is of value to them—whether strictly observed or not— 
for something that cannot possibly be any better for 
them in practical results. 





RAILROAD RATE-MAKING 


(By Thomas F. Woodlock, in The Wall Street Journal) 


In recommending, on behalf of the Interstate Commerce 
Commission, the total repeal of recapture Commissioner East- 
man laid before the House Committee a most interesting state- 
ment concerning the law’s provisions with respect to railroad 
rate-making. With most of its contents all students of the sub- 
ject will find it easy to agree. Upon one point, however, and 
an important point, it seems to this writer that the Commis- 
sioner has fallen into misconception. 

Speaking of Section 15A and the “fair return” therein pre- 
scribed, he says:: 

“At this point, it should be stated, since there has been 
much misunderstanding on the point, that this ‘fair return’ is 
quite a different thing from the fair return of which the Supreme 
Court has held that a public service company cannot under 
the Constitution lawfully be deprived. The latter applies to 
individual companies. The Section 15A fair return is an aver- 
age for all the railroads in the country or in any designated 
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rate-group. There is no Constitutional guaranty protecting 
such an average return, whcih is based on the earnings of all 
companies, good, bad and indifferent, many of which were un- 
wisely or improvidently built and would be unable to earn a 
fair return if allowed to charge whatever they pleased. There 
are few industries which are able, even in good times, to earn 
5.75 per cent in their entirety. This average fair return as 
defined by the Section may therefore properly be made lower 
than might be fixed for an individual company.” 

Is the penultimate statement true? The “Power” industry, 
about equal to one-half the railroad industry in capital invest- 
ment, has for years earned better than 7 per cent on that 
investment. But let that pass; the important thing is not the 
rate of return but the right to a fair return. It seems to this 
writer that the statement quoted contains the root-fallacy which 
has underlain the entire “recapture” theory from beginning to 
end. That fallacy arises from failure to recognize that the 
rate-making unit in the case of railroad transportation is not 
the individual railroad but the “district-group” of railroads, and 
that the nexus by which the reasonableness of rates is deter- 
mined is between the district rate-structure and the district- 
carrier-group as a Whole—which is the same thing as the 
district-carrier-group as an average. Failure to recognize this 
caused the basic inconsistency between paragraphs (2) and (5) 
of Section 15A of the Act and led the Supreme Court into 
fallacy in its attempt to defend the “recapture” clauses in 
principle. 

It is an accident, growing out of the natural facts, that the 
rate structure has to be made for a district and a district-car- 
rier-group and not for a single railroad. This, however, merely 
shifts the application of the principle of fair return from the 
individual railroad to the district-group, and in no way nullifies 
the principle or prevents its application. Therefore, the fair 
return for the carrier group (as a whole and as an average) 
is precisely the same thing as the fair return which the courts 
protect in the case of individual utilities. It follows from this 
that there is no more logic in recapturing “excess earnings” 
from an individual railroad, one of the components of a group, 
than there would be in recapturing the “excess earnings” of the 
more profitable part of a utility plant as distinguished from its 
less profitable parts. It is, therefore, wholly wrong to say that 
in the case of railroads the district-group fair return might 
properly be lower than might be fixed for an individual rail- 
road. Suppose that there were but one railroad in the district 
—what then? It would have to have its “fair return” and 
a rate structure which produced that return would be reason- 
able regarded as a whole; it would have to produce it in order 
to be reasonable. What difference can it make that there are 
20 railroads in the group instead of one if the rate structure 
has to be a group-structure—as it has? 

Incidentally it may be recalled that Congress in 1920 speci- 
fied the 5% per cent return at the urging of the late Clifford 
Thorne, who stated that unless Congress specified the rate the 
courts would grant a higher rate. The extra % per cent was 
added at the request of the railroads. Just how the Interstate 
Commerce Commission was to translate the facts of the invest- 
ment market—which is the real authority on “fair return”— 
into a single percentage for group application was never made 
clear by anybody. And having done this, how rates were to be 
adjusted to produce that percentage remained a problem, the 
difficulties of which are interestingly described by Mr. Eastman 
in the statement from whch the above question is taken. The 
statement should be read in its entirety. 


RAILROAD EARNINGS 


Class I railroads in 1931 had a net railway operating in- 
come of $531,095,960, which was a return of 1.98 per cent on 
their property investment, according to complete reports for 
the year filed by the carriers with the Bureau of Railway 
Economics, which says: 





The net railway operating income in 1930 was $884,856,141, or 
3.36 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

This compilation as to earnings in 1931 is based on reports from 
171 Class I railroads representing a total mileage of 242,847 miles. 

This reduction in the net railway operating income in 1931 com- 
pared with the preceding year, resulted from a decline in traffic 
largely resulting from business conditions that existed during the 
year. 

Compared with a reduction in 1931 of nearly 20 per cent under 
1930, in the volume of freight traffic carried by the railroads, was a 
decrease of 20.7 per cent in gross revenues and a decrease of nearly 
18 per cent in operating expenses. 

Passenger traffic in 1931 was the smallest for any year since 
1904. Passenger revenues in 1931 amounted to $551,054,239, which 
was a decrease of 178,565,065, or 24.5 per cent compared with 1930. 
Gross operating revenues of the Class I railroads in 1931 amounted 
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to $4,236,587,351 compared with $5,343,665,635 in 1930, a decrease of 
20.7 per cent. Operating expenbes in 1931 totaled $3,265,662,354 com 
pared with $3,976,605,062 in 1930, a decrease of 17.9 per cent. '- ” 

Class I railroads in 1931 paid $307,707,254 in taxes, a decreas 
of $45,854,536, or 13 per cent under the total tax bill of the Class | 
railroads in 1930. 

Forty-one Class I railroads operated at a loss in 1931, of which 
14 were in the eastern, eight in the southern and 19 in the westery 
district. 

For the month of December, 1931, the net railway operating in 
come of the Class I railroads amounted to $21,263,164, which was a 
the annual rate of return of 1.29 per cent on their property invest. 
ment. In December, 1930, their net railway operating income was 
$49,330,478, or 3.06 per cent on their property investment. 

Gross operating revenues for the month of December amounted 
to $288,631,424, compared with $377,958,233 in December, 1930, or a 
decrease of 23.6 per cent. Operating expenses in December totaled 
$241,439,258 compared with $397,961,977 in the same month the year 
before, or a decrease of 19 per cent.’ 


Eastern District 


The net railway operating income for the Class I railroads in 
the eastern district in 1931 totaled $277,215,330, which was at the 
rate of return of 2.26 per cent on their property investment. In 1939 
their net railway operating income was $447,765,546, or 3.75 per cent 
on their property investment. Gross operating revenues of the Class 
I railroads in the eastern district in 1931 totaled $2,122,214,066, a de- 
crease of 20.3 per cent below 1930, while operating expenses totaled 
$1,630,727,212, a decrease of 17.8 per cent below 1930. 

— eg the eastern = ‘a Er month of De- 
cember had a net railway operating income o 4,165,125, com 
with $22,159,999 in December, 1930. — 


Southern District 


Class I railroads in the southern district in 1930 had a net rail- 
way operating income of $44,657,073, which was at the rate of return 
of 1.84 per cent on their property investment. In 1930, the net rail- 
way operating income amounted to $88,924,747, which was a return 
of 2.68 per cent. Gross operating revenues of the Class I railroads in 
the southern district in 1930 amounted to $517,344,511, a decrease of 
19.6 per cent under 1930, while operating expenses totaled $425,661,591, 
a decrease of 15.6 per cent. 

The net railway operating income of the Class I roads in the 
southern district in December amounted to $3,678,196, while in the 
same month in 1930, it was $8,824,537. 


Western District 


Class I railroads in the western district in 1931 had a net rail- 
way operating income of $209,223,557, which was a return of 1.86 
per cent on their property investment. In 1930, the railroads in that 
district had a net railway operating income of $348,165,848, or a re- 
turn of 3.14 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the western district in 1931 
amounted to $1,597,028,774, a decrease of 21.7 per cent under the 
year before, while operating expenses totaled $1,209,273,551, a decrease 
of 18.7 per cent compared with 1930. 

For the month of December, the net railway operating income 
of the Class I railroads in the western district amounted to $3,419,843. 
The net railway operating income of the same roads in December, 
1930, totaled $18,345,942. 


CLASS I RAILROADS—UNITED STATES 
Month of December 


1931 1930 
TOta] GPeTAtinG TSVENUCS. .....000ccscsccees $ 288,631,424 $ 377,958,233 
Total operating expenses ..............00% 241,439,258 297,961,977 
NN aking Vibe mda aware a Ddievae-é05's'a > &'s:0-0.0% 16,205,826 20,131,703 
Net railway operating income............. 21,263,164 49,330,478 
Rate of return on property investment.... 1.39% 3.06% 
Operating ratio—per cent...........02.se08 83.65 78.83 

Twelve Months Ended December 31 

5 1931 1930 
Total operating revenues...............06. $4,236,587,351  $5,348,665,635 
Total operating expenses...............05- 3,265,662,354  3,976,605,062 
2 a ere ret 307,707,254 353,561,790 
Net railway operating income............. 531,095,960 884,856,141 
Operating ratio—per cent............+-see 77.08 74.42 
Rate of return on property investment.... 1.98% 3.36% 


SIX-HOUR DAY INVESTIGATION: 


Though both houses of Congress have approved resolutions 
directing the Commission to make a study of the proposal for a 
six-hour day in the railroad industry, final action is being delayed 
due to the fact that a difference of opinion has arisen between 
members of the Senate interstate commerce committee, on the 
one hand, and members of the House committee on interstate 
and foreign commerce, on the other hand, as to how final action 
should be taken. 

Senator Couzens, chairman of the Senate interstate com- 
merce committee, obtained approval of the Senate of a col- 
current resolution on the subject. Such a resolution does not 
require signature by the President. The resolution was sent 
to the House but instead of acting on that resolution the House 
committee on interstate and foreign commerce approved 4 re 
vised joint resolution that had been offered by Representative 
Crosser, of Ohio. A joint resolution must be sent to the Presi- 
dent for approval. 

Asked February 6 whether he was going to bring up the 
House resolution for consideration, Senator Couzens said the 
matter rested with the House, as his resolution had been passed 
by the Senate before the House had acted and that the feeling 
was that the House should now make the next move by taking 
action on the Senate resolution. He indicated there would be 
no rush by the Senate committee to consider the House resolu- 
tion, 





F 


Ex 
Als 
Rai 


col 








1s 


d 
n 
le 
te 
yn 


18 
1e 
ad 


18 
be 








February 13, 1932 


Current Topics in 
Washington 





One or more of Commissioner 
Eastman’s ancestors must have been 
a great dramatist. A man, being the 
heir of all his ancestors, is more 
likely to show some of their traits 
than to be the originator of something. 

No man without the urge of a dramatist ancestor, it is 
believed, could have thought of a background so suited to his 
bringing forward, just at this time, figures purporting to show 
hundreds of millions of recapturable excess income accrued in 
the period, 1920-1930. 

Imagine the commissioner throwing out figures indicating 
that, in that period, the Class I railroads acquired recapturable 
income of nearly $337,000,000 and the Reconstruction Finance 
Corporation announcing at practically the same time, that it 
would not have loans outstanding to any one railroad system 
in excess of $100,000,000. There is contrast to gladden the 
heart of Commissioner Eastman’s dramatist ancestor. 

It may have been a mere coincidence. When one remem- 
bers that the commissioner is a member of division 4, the 
body that is now considering applications for loans sent to it 
by the Reconstruction Finance Corporation, the coincidence 
theory loses symmetry. It becomes at least cock-eyed. LEast- 
man has probably been in as close touch with the new asset- 
thawing machine as any other man not one of its directors. 
Without doubt he helped in the preparation of the circular in 
which the finance corporation told the railroads what they had 
to do to obtain help from it. To insinuate that he did not 
appreciate the clash the two pictures would create is to imply 
that Eastman is of low mentality. 

Earnest thinkers about the matter seem inclined to the 
view that, if congressmen were usually controlled by reason 
instead of a desire to get popular acclaim, no matter how 
insanely based, the Eastman figures—calling them that for 
easy identification—would spell the end of the recapture pro- 
visions of section 15a. 

They are based on valuations made, in a number of cases, 
on the formula the Commission used in making its abortive 
O’Fallon decision. That alone, it might be submitted, would be 
enough to condemn them as representing an utterly impractical, 
if not wholly illegal, idea. Every railroad in the list, it is be- 
lieved, would fight any decision the Commission might make 
as to the amount of money it owed as recapturable excess 
income. Some might give up because they had no fighting 
money, 

Money spent in making such fights would have to be added 
to the hundreds of millions already spent in attempts to make 
valuations. The blunt fact about the valuation efforts of the 
Commission, many believe, is that its members, at nearly all 
times, have been unwilling to believe that what the courts 
had said was the law about valuations was really the law. Too 
many of its members have believed, it has seemed, that the 
courts could be bulldozed into accepting formulas in place of 
plain steps along the path marked out by them to be followed 
by those making valuations. 

And what a mess the whole thing is in the eyes of those 
who know the inclination of the man in the street to believe the 
demagogues, who, for years, have been misleading him. It 
Will be surprising to many if a popular notion does not grow 
up that the railroads, by favoring repeal of the recapture and 
Valuation parts of the law, are favoring “robbery of the plain 
people.” The man in the street was misled into believing that 
the earnings of the railroad were guaranteed by the govern- 
ment. The fact that the railroads, like many of his sort, are 
In the bread line now, will not, it is believed, prevent the crea- 
tion of the new false idea or the retention of the old one. It 
18 SO easy to believe ill of the other fellow. 


What a Mirage 
Reeapture Created and 


Set in the Air! 





Consistency is said to be a jewel. 
The Commission many times has ad- 
monished the railroads to have a care 
that they do not waste their money. 
At a time like this, when every dollar 
a railroad has is needed to prevent 
collapse, the Commission is carrying on a general inquest into 


Ex Parte No. 104 
Also an Expense to 
Railroads Right Now 
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what, up to this time, has seemed rather small sinful and 
wasteful practices of the railroads. Both shippers and rail- 
roads have growled about the expense that is being put on 
them in connection with the inquiry into their practices in the 
buying of fuel, in switching for industries, and the furnishing 
of cranes so that carload shippers may load or unload freight, 
by the use of railroad owned property, instead of wholly at 
their own expense, as the tariffs contemplate. 

The inquiry into reciprocity in buying and the routing of 
freight thus far has seemed to many to have produced two 
things not likely ever to be adopted. Shippers got the right 
to route freight in the act of 1906. The rairoads insisted before 
that time, there being a dispute about the matter, that, if 
shippers were allowed to route their freight, they would have 
a weapon for the exaction of rebates. Notwithstanding that, 
Congress voted to give them that right. Director Bartel thinks 
they should be deprived of it. 

The other Bartel recommendation—that railroads be re- 
quired to buy practically from the lowest bidder at all times— 
goes against the grain of both railroads and shippers. Lowest 
bids, it has been suggested, are all right for governments, serv- 
ing all the people and having no competition. But the ordi- 
nary citizen knows that, if he does not keep up business in his 
own community, his pocketbook will suffer. A railroad is like 
the ordinary citizen. If it is compelled to accept the bid of 
a seller who never can give it any freight to haul, it can never 
do anything to help shippers along its lines. Business nowhere, 
it might be suggested, lives only on lowest prices—that is, 
lowest in figures—but on prices that, in the last analysis, give 
the buyer and the seller the best result. 





Almost world-shaking bits of business 
information are cabled to the Department 
of Commerce by trade and consular officers 
abroad. 

Julean Arnold, commercial attache at 
Shanghai, about the time the fighting there 
was most spectacular, cabled to the department that business 
in the Chinese city was demoralized, with one exception. The 
exception was shipping. Passenger vessels leaving that city, 
he said, were packed to more than capacity. Hotels in certain 
areas, he added, were extremely crowded. Refugees were mov- 
ing in tens of thousands in all directions. Chinese banks and 
shops were closed for three days in protest against Japanese 
troops operating through a part of the international settlement, 
an area supposed to be neutral. 

A conservative estimate of the situation portrayed by the 
cable message, it is believed, is that the Chinese are somewhat 
excited. They do not seem to be fatalists enough to have any 
pining for staying in places where the sky rains bombs and 
the shells flying high seem to be screaming: “Whar dat Chink, 
whar dat Chink?” 

Frightened as the Chinese seem to be, however, Arnold’s 
message shows they have not forgotten everything. For in- 
stance, according to the same authority, the Shanghai Chinese 
have put off their new year settlements from February 6 to the 
end of the month. That means, for one thing, that they have 
not forgotten their first commercial law—namely, that debts 
must be settled on New Year’s Day. They are worried by the 
Japanese and the disappearance of silver, but they cling with 
tenacity to the law of annual settlement. They know that 
better days are coming and they are going to keep alive their 
law merchant, even if they do have to declare a moratorium of 
more than three weeks. 


Wonderful State 
of Business 
at Shanghai 





Germany has changed from fighting 
the motor vehicle with its state railway 
system to complete regulation. All 
motor vehicle operators for hire are now 
required to obtain licenses for trans- 
actions that are really competitive with 


Hans Regulates 
Rather Than Fights 
the Motor Vehicle 


the railroad. 

That, however, is the small part of the change. The big 
part is that, hereafter, motor vehicle traffic is to be limited 
to the uses “which it can offer by means of its own inherent 
advantages, exclusive of the cost of transport.” Heretofore, the 
truck for hire has been competing with the state railway on 
the basis of underbidding for the traffic that came under its 
eyes. All that is “out.” Fighting tariffs issued by the state 
railway are also withdrawn. Assistant Trade Commissioner 
A. Douglas Cook, stationed at Berlin, has reported on the 
change to the Department of Commerce. 

By presidential decree, the existing competitive situation, 
established in 1925 when the state railway put out “fighting 
tariffs” intended to hold freight to it, has been superseded by a 
regulating scheme requiring licenses for busses going from one 
township (commune) to another on scheduled trips and trucks 
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hauling for 50 kilometers or more. While the fighting tariffs 
have been withdrawn, the state railway has made reductions 
in freight rates ranging from 3.6 to 20 per cent. The freight 
regulations do not apply to what is called “plant traffic’—that 
is, freight carried by industrial, agricultural, or trading con- 
cerns in their own vehicles exclusively for their own purposes. 

Licenses are required for the establishment of new bus 
lines, for changes in line, and for the transfer of the license 
or concession to another, transport operator. Administrative 
regulations plug up the loopholes such as colorable transfer 
of title to freight or defeat of what in this country is called 
the interstate rate by hauling the freight to a destination less 
than 50 kilometers from the original point of origin and then 
reshipping. Round trip sightseeing busses are not subject to the 
license arrangement. 





It may be the quintessence of foolishness 
to send coals to New Castle, but it is emi- 
nently proper, in the estimation of the Balti- 
more and Ohio, to send coke to New Castle, 
Pa. Coke enough is not moving to the Penn- 
sylvania namesake of the English coal center 
city. Therefore, the railroad mentioned, in supplement No. 38 
to its I. C. C. C. & C.-2651, has decided to reduce the rate on 
coke from Youngstown, O., to New Castle, from 88 to 76 cents 
a ton. 

Tariffs do not, as a rule, set forth the reason for changes 
in rates. It is easy, however, to figure that Youngstown, a big 
steel producing center, has a surplus of coke resulting from 
some of its metallurgical operations that can be used at New 
Castle—if, as the consumer would say, the rate was made right. 


Sending Coke 
to New Castle 
All Right 





Attorney-General Mitchell has 
stepped hard on a plan of the bituminous 
coal people to stabilize their business 
by setting up regional sales agencies. 
Those promoting the agency plan, he 
has said, ought to proceed on the under- 
standing that they must either obtain legislation permitting it 
or face litigation to test its legality. It is understood that some 
of the coal men are willing to go to court about the matter, 
their belief being that the anti-trust law is not violated when 
the operators in a particular field appoint the same agency 
to sell their coal. The point is made that the various fields 
will continue to compete with each other and that all that 
results from the appointment of regional agencies is to cut 
down selling expense. 

Amusing gossip about the matter is that the opinion that 
the plan would be unlawful is that of John Lord O’Brian, as- 
sistant to the Attorney General, better known by his unofficial 
title of “trustbuster,” while the opinion that it would not be 
unlawful is that of his predecessor in office, W. J. Donovan, 
O’Brian’s former associate in law practice. Both are supposed 
to be experts. The coal men are represented as willing to pay 
court costs to find out which is the expert.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended on January 30 
totaled 561,157 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
1,781 cars under the preceding week, 158,240 cars below the 
corresponding week in 1931 and 337,678 cars under the same 
period two years ago. 

Revenue freight loading by districts the week ended Jan- 
uary 30 as compared with the corresponding period of 1931 was 
reported as follows: 


When Experts 
Disagree the 
Business Man Pays 


Eastern district: Grain and grain products, 5,545 and 6,017; live 
stock, 1,759 and 1,993; coal, 23,886 and 35,166; coke, 1,906 and 2,729; 
forest products, 1,636 and 3,254; ore, 414 and 694; merchandise, L. C. 
L., 49,589 and 55,867; miscellaneous, 43,376 and 57,320; total, 1932, 
128,111; 1931, 163,040; 1930, 210,772. 

Allegheny district: Grain and grain products, 2,953 and 3,392; 
live stock, 1,463 and 1,458; coal, 26,094 and 40,335; coke, 1,895 and 
3,886; forest products, 908 and 1,530; ore, 379 and 773; merchandise, 
L. C. L., 38,803 and 43,360; miscellaneous, 38,946 and 54,323; total, 
1932, 111,441; 1931, 149,057; 1930, 183,796. 

Pocahontas district: Grain and grain products, 294 and 239; live 
stock, 53 and 36; coal, 22,926 and 29,959; coke, 173 and 341; forest 
products, 582 and 893; ore, 46 and 173; merchandise, L. C. L., 5,322 
and 5,889; miscellaneous, 4,639 and 5,553; total, 1932, 34,035; 1931, 
43,083; 1930, 59,683. 

Southern district: Grain and grain products, 2,610 and 3,518; live 
stock, 985 and 1,388; coal, 13,692 and 16,920; coke, 291 and 568; forest 
products, 6,529 and 11,083; ore, 307 and 758; merchandise, L. C. L., 
32,836 and 36,224; miscellaneous, 30,535 and 43,087; total, 1932, 87,285; 
1931, 113,546; 1930, 132,583. 

Northwestern district: Grain and grain products, 6,580 and 10,523; 
live stock, 6,843 and 8,042; coal, 6,686 and 6,537; coke, 741 and 1,101; 
forest products, 4,641 and 10,241; ore, 40 and 213; merchandise, L. C. 
L., 21,843 and 26,090; miscellaneous, 17,448 and 24,360; total, 1932, 
64,822; 1931, 87,107; 1930, 109,471. 

Central Western district: Grain and grain products, 11,002 and 
13,326; live stock, 8,481 and 8,592; coal, 10,484 and 9,374; coke, 84 and 
137; forest products, 2,564 and 4,916; ore, 1,251 and 2,633; merchandise, 
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L. C. L., 26,215 and 28,901; miscellaneous, 28,239 and 38,938; tota) 
1932, 88,320; 1931, 106,817; 1930, 132,095 

Southwestern district: Grain and grain products, 3,998 anq 5,513: 
live stock, 1,641 and 1,712; coal, 4,393 and 3,413; coke, 115 ang 136: 
forest products, 2,111 and 4,106; ore, 379 and 391; merchandise, 1, Cc 
L., 13,871 and 14,608; miscellaneous, 20,635 and 26,868; total, 1993' 
47,143; 1931, 56,747; 1930, 70,435. ‘ , 

Total, all roads: Grain and grain products, 32,982 and 42,598: liv 
stock, 21,225 and 23,221; coal, 108,161 and 141,704; coke, 5,205 and 8,898. 
forest products, 18,971 and 36,023; ore, 2,816 and 5,635; merchandise. 
L. C. L., 187,979 and 210,939; miscellaneous, 183,818 and 250,449: total, 
1932, 561,157; 1931, 719,397; 1930, 898,835. ; : 

Loading of revenue freight in 1932 compared with the two 


previous years follows: 


1932 1931 1930 

Week ended January 9........... 572,504 713,128 862,461 
Week ended January 16........... 573,276 725,212* 847.155 
Week ended January 23........... 562,938 715,474 862,346 
Week ended January 30........... 561,157 719,397 898,835 
SS ee —— 

| ne eC ae eee 2,269,875 2,873,211 3,470,797 


*Corrected figure. 


HOCH-SMITH LIVESTOCK 


The Commission has set hearings and outlined a program to 
be followed in reopened No. 17000, part 9, Hoch-Smith live. 
stock, western district rates, and the cases joined with it. The 
hearings are to be held at Kansas City, Mo., April 25-30; Dallas, 
Tex., May 2-5; Los Angeles, Calif., May 9-14; Portland, Ore., 
May 17-20; Salt Lake City, Utah, May 23-25; and Chicago, Ill, 
June 6 until completed. The Commission, in its announce. 
ment of hearings and program, said that no proposed report 
would be issued, 

The primary purpose of the hearings, the Commission said, 
was to enable the parties to show upon the record the changed 
conditon in the fields of railroad operations and the livestock 
industry, in so far as those conditions might properly affect 
the rate levels to be applied. The whole proceeding was re. 
opened in all respects to bring the record down to date, 

The Commission said it was not its purpose to permit a re- 
trial of the issues presented by the investigation but simply 
a showing of changed conditions. Merely cumulative evidence 
on matters already covered by the record, the Commission said, 
must be avoided. Parties desiring to participate in the hear. 
ings, it added, should not needlessly consume the time and 
energies of the Commission by endeavoring to introduce evi- 
dence intended to obtain a retrial of issues not affected by 
changed conditions since the close of the present record. The 
parties, the Commission said, should carefully consider the 
available facts and present at the hearing those which tended 
to prove changed conditions or matters which had arisen since 
the former hearings. 

Much duplication of effort and the preparation of cumulative 
evidence, the Commission said, could be avoided by cooperation 
on the part of the shipping interests. It suggested that witnesses 
who were familiar with conditions throughout considerable areas, 
such as Officials of state granges and association of livestock 
producers and shippers, might be able to cover matters which 
otherwise would require the testimony of a large number of 
individuals. To the full extent that one witness could speak 
for groups, the Commission said, this procedure should be 
followed. The filing of petitions of intervention by interested 
parties, the Commission said, was not necessary. Interested 
parties, it said, would be heard without that formality. 

In receiving evidence, the Commission said it desired to 
adhere to the following order: State commissions, shipping and 
marketing interests and carriers. 

Carriers, the Commission said, should keep a record of 
all shipments of edible livestock moving in their rate terri- 
tory on and after January 25, 1932, the effective date of the 
order in this case, for as long a period as practicable but not 
less than three months, and submit to the Commission, before 
the close of the hearing information as to the volume of traffic, 
charges collected and charges which would have been collected 
at the rates in effect on Jan. 24, the information to be subdivided 
as between species of livestock, whether fat livestock or stocker 
and feeder livestock, single-deck and double-deck cars, intra- 
territorial and interterritorial shipments, movements to prin- 
cipal markets, and such other and further subdivisions as the 
carriers considered might be helpful to it in determining the 
effect upon their revenues of the rates prescribed and in effect 
on and since January 25. 

The Commission, in view of the fact that it has reopened 
No. 17000, Part 9, Hoch-Smith livestock, western rates, for 
further hearing, has denied the petitions for reopening for further 
hearing, reargument and/or reconsideration and modification of 
the findings and orders in that case, filed by the Los Angeles 
Union Stock Yards Co.; American National Live Stock Associa- 
tion; Los Angeles, Calif., interests operating cattle feeding plants 
at Los Angeles; Sioux City Live Stock Exchange; Omaha Live 
Stock Exchange; South St. Joseph Live Stock Exchange; Kan- 
sas City Live Stock Exchange; and St. Louis Live Stock Ex- 
change. 
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Decisions of Interstate Commerce Commission 





BARGE-RAIL DIVISIONS 


The Commission, by division 4, in Ex Parte No. 96, through 
routes and joint rates between Inland Waterways Corporation 
and other common carriers, in a seventh supplemental report 
written by Commissioner Eastman, has determined the reason- 
able divisions of joint barge-rail rates via Peoria, Ill., established 
under findings in the fifth supplemental report, 172 I. C. C. 525, 
and ordered to be established not later than May 9. The deter- 
mination is similar in character to prior determinations in in- 
stances in which the railroads have not been able to agree with 
the government barge line as to how the joint rates should be 

ivided. 

, Commissioner Eastman said that reasonable and equitable 
divisions would be determined on a rate prorate basis, that is, 
by dividing the joint rates in proportion to two factors, the factor 
determining the barge line share to be the rate shown in an 
appendix, between the ports via which a shipment moves, and 
the factor determining the rail share to be the rate shown for 
the appropriate territory shown in Appendix B to the sixth sup- 
plemental report, 174 I. C. C. 477, for the distance over which 
the shipment may be transported by rail; provided, however, 
that the proportion of any short or weak line entitled to an 
arbitrary on that account shall be deducted before prorating. 

In applying this finding, Commissioner Eastman said, all of 
Wisconsin and that part of Illinois lying west and north of the 
Illinois River from its mouth to Pekin, Ill., and the line of the 
Santa Fe from Pekin to Chicago, should be considered as in- 
cluded in western trunk line territory. He said it appeared that 
rail-barge-rail rates via Peoria had not yet been established. 
When and if they were established, he said, the parties should 
have no difficulty in arriving at equitable divisions in the light 
of the findings in this and in the sixth supplemental report. 

The barge factors shown in the appendix to this report be- 
tween Peoria, on the one hand, other river ports follow: East St. 
Louis, 24 cents; Cairo, Ill., 30 cents; Memphis, Tenn., 50 cents; 
Helena, Ark., 55 cents; Vicksburg, Miss., 66 cents; Baton Rouge, 
_ 73 cents; New Orleans, La., 74 cents; and Mobile, Ala., 74 
cents. 


SLAG SCALE PRESCRIBED 


A revamping of the adjustment on slag from points in east- 
ern Pennsylvania to destinations in trunk line and New England 
territories has been ordered in No. 22596, National Slag Co. et 
al. vs. Atlantic City Railroad Co. et al., two sub-numbers there- 
under, Duquesne Slag Products Co. vs. Same, and William S. 
Buckland, trading as the Philadelphia Slag Co. vs. Same; No. 
222954, Keystone Slag Co. vs. Same; and No. 22511, Keystone 
Slag Co. vs. B. & A. et al. The Commission, by division 2, in 
a report written by Commissioner Tate, has found the existing 
rates unreasonable but not otherwise unlawful. The new rates 
are to be based upon scales, one applicable to destinations in 
trunk line, and the other to destinations in New England, effec- 
tive not later than April 15. 

The Commission found the rates assailed in Nos. 22596, and 
the two sub-numbers thereunder, not unduly prejudicial, but 
that they and the rates assailed in Nos. 22954 and 22511 were 
and for the future would be unresonable to the extent they ex- 
ceed or may exceed the rates shown in Scale A to points in 
Delaware, Maryland, New Jersey, New York, Virginia, West Vir- 
ginia, and the District of Columbia, and under Scale B to points 
a — England, subject to the addition of 20 cents a net ton 
ew rates under Scale A for movements over two or more 
: _ carriers and subject to the addition of 70 cents a ton 
oa 4 rates under either scale for hauls involving car float 
to 8! terage service in the New York Harbor district on traffic 
pe ogy in New England or New York, including destinations 
md e ong Island Railroad located in group A. The Commis- 
urther found that the rates to Long Island groups B, C and 

should be made by adding to the rates herein prescribed to 
group A arbitraries of 20 cents to group B, 30 cents to group C, 
and 60 cents to group D. 
a“ Scale A begins with a rate of 60 cents a net ton for 15 miles 
»- aaggavok becomes 110 cents at 100 miles; 150 cents at 200 
a a. cents in the block between 290 and 320; and runs 
muiles a rate of 200 cents for the block between 320 and 350 
ae B begins with a rate of 150 cents for hauls in the 
on ea 100 and 125 miles; becomes 185 cents for the 
etween 175 and 200 miles; 235 cents for the block be- 





tween 290 and 320 miles; 250 cents for the block between 320 
and 350 miles; 275 cents for the block between 380 and 410 
miles; 310 cents for the block between 470 and 500 miles; and 
runs out with a rate of 335 cents for the block between 530 and- 
550 miles. 

The report says that distances shall be computed over the 
routes composed of not more than three line-haul carriers, by 
existing connections for the interchange of carload traffic which 
will result in the lowest rates, taking into consideration a joint 
line differential and the arbitrary for float service. It says the 
lines which deliver the traffic to other carriers at point of origin 
shall not be considered line-haul carriers. In computing rates 
for hauls involving car-float or lighterage service in New York 
Harbor, only the actual rail distance shall be used, the 70 cent 
arbitrary being intended to cover the entire water service. The 
emergency charges authorized in the Fifteen Per Cent Case, 178 
I. C. C. 539, 179 I. C. C. 215, the report says, may be added to 
these rates. 

A further finding is that the rates assailed in No. 22511 have 
been unreasonable since October 30, 1928, to the extent that 
they have exceeded the rates herein prescribed for the future. 
Reparation has been awarded in that case. 


ILLINOIS LIVESTOCK RATES 


The Commission, by division 3, in a report written by Com- 
missioner Eastman, in No. 9308, Indianapolis Chamber of Com- 
merce et al. vs. C. C. C. & St. L., Director General et al., on 
further consideration, has modified its prior report, 60 I. C. C. 
67, so as to permit the railroads to make rates on cattle and 
hogs in Illinois on the level of the rates to Indianapolis, Ind. 
The modified report and order are to be effective on or before 
March 14, 

In the original report made in December, 1920, the Com- 
mission found the rates on cattle and hogs then in effect to 
Indianapolis from points in Illinois, except the western part 
of that state, reasonable but unduly prejudicial and preferen- 
tial in their relation to intrastate rates on the same commodities 
from the same points of origin to Chicago, Peoria, and East 
St. Louis, Ill. To remove the undue prejudice and preference 
the Commission prescribed, for application between the points 
in Illinois before mentioned, rates based on the distance scales 
employed in making rates from [Illinois points to Indianapolis, 
which were based on the findings in the Eastern Live Stock 
case, 36 I. C. C. 675. 

Since the Commission’s original report the rates from 
Illinois to Indianapolis have been revised under the Commis- 
sion’s finding and order in Eastern Livestock Cases of 1926, 
165 I. C. C. 277. That revision brought about reductions. The 
intrastate rates to Chicago, Peoria, and East St. Louis, how- 
ever, Commissioner Eastman said, were not revised at that 
time and were now on a higher basis than the rates to Indian- 
apolis. 

The changes permitted by the modification in this case were 
made upon petition of the railroads. They asked for modifica- 
tion to permit them to put the Illinois intrastate rates on the 
same basis as the present rates to Indianapolis. No opposition 
to their petition, Commissioner Eastman said, was voiced and 
the modification sought, he added, was manifestly necessary to 
prevent injustice to the shippers using Illinois rates. 


CEMENT TO NEW MEXICO 


The Commission, by division 3, in No. 23898, Iola Cement 
Mills Traffic Association et al. vs. A. T. & S. F. et al., No. 23899, 
Southwestern Portland Cement Co. vs. T. & P. et al., No. 23902, 
Oklahoma Portland Cement Co. vs. A. T. & S. F. et al., No. 23995, 
San Antonio Portland Cement Co. vs. I.-G. N. et al. and No. 
24133, Republic Portland Cement Co. vs. G. C. & S. F. et al., has 
ordered a new line of rates on cement from the Kansas gas 
belt, Dewey and Ada, Okla., and related points in Texas to desti- 
nations on the Texas-New Mexico in New Mexico and Texas, 
not later than May 16. The present rates have been found un- 
reasonable and unduly prejudicial. The title complaint alleged 
the rates were unduly prejudicial to the parties therein and 
unduly preferential of North Fort Worth, Eagle Ford, Harrys, 
Texas, and Ada, Okla. 


New rates, which the Commission said would be reasonable 
and would remove the undue prejudice, are to be made on the 
basis of rates prescribed in Oklahoma Portland Cement Co. vs. 
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D. & R. G. W., 128 I. C. C. 63, called the Texas case in this report. 
In addition to prescribing new rates, the Commission awarded 
reparation. The findings about the rates follow: 


We find that the rates on cement, in carloads, from origins in 
the Kansas gas belt and from Dewey to destinations on the Texas- 
New Mexico, and from Ada, El Paso, Cementville, and Longhorn, 
to destinations in New Mexico on the Texas-New Mexico are and for 
the future will be unreasonable to the extent that they exceed or may 
exceed Scale IV rates as set forth on page 87 of Appendix A of the 
Texas case, applied as provided in Appendix B to said report; pro- 
vided, that the rates from Chanute, Dewey, Fredonia, Humboldt, 
Iola, Independence, and Mildred shall be based on the distance from 
Chanute to the respective destinations; provided further that for the 
period of the emergency, the increase authorized in Fifteen Per Cent 
Case 1931 may be added to the rates herein found reasonable. 

We further find that the rates assailed were, prior to January 4, 
1932, unreasonable to the extent that they exceeded Scale IV rates as 
set forth above, and that they were unreasonable on and after said 
date to the extent that they exceeded said Scale IV rates applied as 
provided above, plus the specific increases authorized in the Fifteen 
Per Cent Case, 1931. 


COMMISSION REPORTS 


Antimonial Lead 


No. 24107, Federated Metals Corporation vs. Pennsylvania 
et al. By division 3. Dismissed. Rate, antimonial lead, car- 
loads, East Liberty, Pa., to Chicago, IIl., not unreasonable. 


Wood Excelsior 


No. 24374, California Pine Box Distributors vs. S. P. et al. 
By division 5. Dismissed. Rates, wood excelsior, Rice Lake, 
Wis., Minneapolis, Minn., and Denver, Colo., to destinations in 
Arizona and California, not unreasonable. 


Power Shovel and Oil 


No. 24473, D. B. Hill vs. Bessemer & Lake Erie et al. By 
division 5. Dismissed. Rate, mixed carload, power shovel and 
parts, and lubricating oil in drums, Erie, Pa., to Marshall, Ark., 
applicable and not unreasonable. 


Clay Sewer Pipe, Etc. 


No. 24519, Robinson Clay Products Co. vs. B. & O. et al. 
By division 5. Rate, mixed carload, clay sewer pipe and flue 
linings, Midvale, O., to Madawaska, Me., inapplicable. Applicable 
rate, 63 cents, minimum 50,000 pounds, unreasonable to the 
extent it exceeded 59 cents. Reparation of $88.75 awarded. 
Petroleum Reports 
No. 23100, Union Oil Co. of California et al. vs. O. W. R. 
& N. et al. and two sub-numbers, Standard Oil Co. of Cali- 
fornia vs. Same, and Shell Oil Co. vs. Same. By division 3. 
Dismissed. Rates, petroleum products, Linnton and Willbridge, 
Ore., points within the municipal limits of Portland, Ore., to 
destinations in Idaho, Montana, Oregon and Wyoming, not un- 
reasonable, unjustly discriminatory or unduly prejudicial. 
Potatoes 
No. 24322, Birmingham Ice & Cold Storage Co. et al. vs. 
C. & N. W. et al. By division 3. Dismissed. Rates, potatoes, 
Nebraska, Colorado and Wyoming to Birmingham, Ala., stored 
in transit there and reshipped to Alabama destinations, not 
unreasonable or unduly prejudicial. 


Sheet Steel, Roofing, Etc. 


No. 24329, Gates Hardware Co. vs. M.-K.-T. et al. By divi- 
sion 3. Dismissed. Rate, mixed carload, sheet steel roofing and 
steel ridge rolls, Indianapolis, Ind., to Tulsa, Okla., not un- 
reasonable. 

Imported Dried Blood 


No. 24400, El Paso Freight Bureau et al. vs. I.-G. N. et al. By 
division 4. Rate, imported dried blood, Laredo, Tex., to El 
Paso, Tex., unreasonable to the extent it exceeded 47 cents. 
Waiver of outstanding undercharge to the extent of $37.03 
authorized. 

Blank Glass Globes 


No. 24443, O. A. Smith Agency, Inc., vs. B. & O. et al., By 
division 4. Dismissed. Official classification rating of Rule 25, 
minimum 12,000 pounds, and resulting rates, blank glass globes, 
carloads, Coraopelis and Jeannette, Pa., to Cincinnati, O., not 
unreasonable. 

Soft Coal Screenings 


No. 24457, Minneapolis Bridge Co. vs. Great Northern. By 
division 4. Dismissed. Rate, soft coal screenings, Superior, 
Wis., to Anoka, Minn., not unreasonable or in violation of the 
fourth section. 

Wrought Iron and Steel Pipe 


No. 24466, South Chester Tube Co. vs. Reading Co. et al. 
By division 5. Rates, wrought iron and steel pipe, Chester, Pa., 
to destinations in Kentucky and West Virginia, not unreason- 
able or in violation of section 4. Rate, same commodity, Chester 
to Roach, Salt Rock and West Hamlin, W. Va., in violation of the 
aggregate-of-intermediates part of fourth section, and unreason- 
able to extent it exceeded 53.5 cents. Reparation awarded. Com- 
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missioner Farrell, dissenting in part, said he thought the repara 
tion awarded was only a part of that to which the complainant 
was entitled. 

Crude Ground Talc 


No. 24587, Traffic Bureau, Lynchburg Chamber of Commerce 
vs. C. & O. et al. By division 5. Carload, crude ground talc 
Emeryville, N. Y., to Lynchburg, Va., misrouted by the New 
York Central. Rate applicable over route of movement not 
unreasonable. Rate applicable over the route over which the 
shipment should have been moved unreasonable to the extent 
it exceeded 36.5 cents. Reparation of $32.40 awarded. 


Internal Combustion Engine 


No. 24284, R. E. Jones Co. vs. C. B. & Q. et al. By division 
5. Rate, carload, internal combustion engine and parts, Afton 
Minn., to Maiden Rock, Wis., inapplicable. Applicable rate 
33.5 cents, minimum 24,000 pounds, not unreasonable or other. 
wise unlawful. Reparation of $3.60 awarded. 


Brick and Tile 


No. 24281, Merry Brothers’ Brick & Tile Co. vs. A. C. L. et al, 
By division 3. Rates, common and face brick, and hollow build. 
ing tile, Augusta, Ga. to points in Virginia, unreasonable to 
the extent they exceeded or may exceed rates on the distance 
scale prescribed in Brick and Clay Products in the South, 8 
I. C. C. 543, for the period prior to June 21, 1929, and by the 
use of the same scale as modified by the report on further hear. 
ing, 155 I. C. C. 730, on and after that date. Reparation awarded, 
New rates to be made effective not later than May 10. 


Packing Hay 
No. 24225, Robinson-Ransbottom Pottery Co. vs. N. Y. ¢. 
et al. By division 3. Dismissed. Rates, packing hay, San 
Pierre, Anthonys, Kersey, Tefft, and North Judson, Ind., to Rose. 
ville, O., not unreasonable or unjustly discriminatory. 


Coiled Rods 


No. 24016, American Chain Co., Inc., et al. vs. B. & O. et al. 
By division 3. Rates, pickled, limed, and baked iron and steel 
coiled rods, Donora, Monessen, and Aliquippa, Pa., Sparrows 
Point, Md., and Struthers, O., to York and East York, Pa., over 
interstate routes, inapplicable. Applicable rates found to have 
been 31 cents from Donora, Monessen and Aliquippa and 34.5 
cents from Struthers prior to February 1, 1931; and 14.5 cents 
prior to May 20, 1930, and 17.5 cents from that date to February 
1, 1931, and 12 cents thereafter from Sparrows Point; applic 
able rates were not and the present rates of 25.5, 28, and 12 
cents, respectively, are not unreasonable, except that in the 
period from May 20, 1930, to February 1, 1931, the applicable 
rates from Donora, Monessen, Aliquippa, Struthers, and Spar- 
rows Point were unreasonable to the extent that they exceeded 
25.5, 25.5, 25.5, 28, and 12 cents, respectively. Reparation 
awarded. Commissioner McManamy, dissenting, said the con- 
clusions of the majority were based on a refinement in classi 
fication which in his opinion was not provided in the tariffs 
and with which he could not agree. 


Window Glass 
No. 23939, Adamston Flat Glass Co. vs. B. & O. et al. By 
division 3. Dismissed. Rates, window glass, Clarksburg, W. 
Va., to Birmingham and Montgomery, Ala., Athens and Macon, 
Ga., and Chattanooga and Knoxville, Tenn., not unreasonable 
or otherwise unlawful. 


Bituminous Coal 
No. 23909, Odin Coal Co. of Odin, Ill, vs. I. C. et al. BY 
division 3. Dismissed. Rate, bituminous coal, Odin, Ill, to 
St. Louis, Mo., not unreasonable. 


Strawboard 
No. 23872, United Paperboard Co., Inc., vs. M. & St. L. et al. 
By division 3. Export rates, strawboard, not corrugated or 
indented, carloads, Peoria and Mt. Carmel, IIl., to Laredo, Tex, 
applicable. Applicable rates unreasonable to the extent they 
exceeded or may exceed 81 cents. Reparation awarded. New 
rate to be made effective not later than May 10. 


Brick Fourth Section Relief 

Fourth Section Application No. 12878, brick from Elk City, 
Kan., to southwest. Relief given carriers, in eighth supple 
mental fourth section order No. 9348, to establish and maintala 
rates, brick and related articles, Elk City, Kan., to the south 
west, in accordance with decisions in Southwestern Brick ae 
107 I. C. C. 681, 113 I. C. C. 169, 156 I. C. C. 191, 157 1. C, © 
467, and 173 I. C. C. 570, on the basis and conditions shown 12 
fourth section order No. 9348, from Chanute, Kan., and poll 
grouped therewith. 

Potatoes 


No. 23445, Herndon Fruit Co. vs. Michigan Central “* 
By division 3. Following Taylor Product Co. vs. A. C. L., 
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1 ¢. C. 633, 147 I. C. C. 382, 179 I. C. C. 269, rate, potatoes, 
Cash Corner and Aurora, N. C., to Lansing, Mich., unreasonable 
to the extent it exceeded 58 cents in the past and for the future 
to the extent it may exceed 52 cents. New rate to be effective 
not later than May 16. Reparation awarded. 


Used Lumber, Ete. 


Pulaski Veneer Corporation vs. Penn- 
sylvania et al. By division 3. Dismissed. Rates, used lumber, 
Hog Island, Pa., to Pulaski, and Salem, Va., and secondhand 
steel articles, Hog Island to Pulaski, not unreasonable. 


GRAIN CASE REOPENED 
The Traffic World Washington Bureau 


The Commission has reopened No. 17000, part 7, Hoch-Smith 
grain, for further hearing at times hereafter to be announced, 
solely on the general question of changed conditions affecting 
grain and products and the transportation thereof since the 
termination of the hearings, September 22, 1928. In view of 
the comprehensive record already made, the Commission ex- 
pressed the desire that the presentation of purely cumulative 
evidence be avoided. This reopening, the Commission’s order 
shows, is on account of the Supreme Court’s decision January 4. 

At the same time, the Commission vacated its order of 
July 13, last, in No. 15037. Southwestern Millers’ League et al. 
vs. Santa Fe et al., a closely related case, in so far as it 
related to rates to Chicago and East St. Louis, IIl., and related 
gateways, the remainder of the order, prescribing beyond such 
gateways the rates then applicable on wheat for use on flour, 
to remain in full force and effect. 

Tariffs restoring the old rates on grain, grain products and 
related articles, effective February 20, began reaching the files 
of the Commission in considerable numbers February 8. The 
special permission under which they were issued required the 
giving of ten days’ notice. Under that they were all due to be 
on the Commission’s files not later than February 10. Among 
the early arrivals were tariffs of the Santa Fe, Burlington and 
Rock Island. The Green Bay & Western was the first to send 
its tariff to the Commission, its publication arriving on Feb- 
ruary 5. 

The Corporation Commission of Oklahoma, in its Cause No. 
10775, has revoked its order requiring carriers to apply on 
intrastate traffic in that state the same rates prescribed by 
the Interstate Commerce Commission for interstate traffic in 
the western grain rate case, and has permitted carriers to 
restore the rates in effect on July 31, 1931, effective February 
20, 1932, on not less than ten days’ notice. 


PIEDMONT & NORTHERN STATUS 


With a view to obtaining the earliest possible determination 
of its status in the classification of railroads, the Piedmont & 
Northern has applied to the Supreme Court of the United States 
for review of the judgment of the federal court for the western 
district of South Carolina to the effect that it is a railroad sub- 
ject to the jurisdiction of the Commission in the matter of the 
proposed extensions of its line from Gastonia, N. C., to Spar- 
tanburg, S. C. The Piedmont & Northern claims that it is an 
interurban electric road not operated as a part of a general 
steam railroad system, within the meaning of section 1(22) of 
the interstate commerce act, entitled to construct and operate 
extensions of its lines in interstate commerce without first 
obtaining the permission of the Commission. 

_ The district court, at the instance of the Commission, en- 
joined the Piedmont & Northern when the latter, with a view 
to having a judicial determination of its status, began the con- 
struction of an extension of its line notwithstanding the deci- 
Sion of the Commission that it was subject to its jurisdiction 
and that it was not entitled to a certificate permitting it to 
construct the extensions desired. 

Appeal from the district court to the Circuit Court of Ap- 
o— for the fourth circuit was taken by the Piedmont & 
agen This application by it for a writ of certiorari to 
ring the case to the Supreme Court is designed to bring the 
map to the Supreme Court for decision on the merits of the 
Pg Scere controversy as to the classification of the Piedmont 
C Northern, without waiting for the decision of the Circuit 
ourt of Appeals. 
lit ae controversy has been before the highest tribunal on 
mrs on begun by the Piedmont & Northern when the Com- 
ion i: held that it was not an interurban electric exempted 
to € Commission’s jurisdiction and that it was not entitled 

a remente of public convenience and necessity. 
that am Commission, in that earlier litigation, made the point 
ames +g was a negative one and not reviewable by the 
Sens e Supreme Court so held. The merits of the matter 

not discussed in the decision of the Supreme Court, that 


No. 24266, 
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tribunal indicating that the Piedmont & Northern might obtain 
a decision on the merits by undertaking to exercise the right of 
an intururban electric to build an extension without having 
first obtained a certificate of convenience and necessity. 

The Piedmont & Northern having notified the Commission 
of its intention to start construction, the regulating body ap- 
plied for and obtained an injunction from the district judge 
forbidding construction without its having first obtained a cer- 
tificate from the Commission. That created the issue upon 
which the railroad is now seeking an expedited decision. 


SUSPENDED TARIFFS 


In I. and S. No. 3697, the Commission has suspended from 
February 6 until September 6, schedules in Supplement No. 198 
to J. E. Johanson’s I. C. C. No. 2008, and supplement No. 25 
to J. E. Johanson’s I. C. C. No. 2301, issued jointly with other 
agents. The suspended schedules propose to establish column 
16 rates (16 per cent of first class) on clay, processed for clari- 
fying, purifying, refining, filtering and/or decolorizing oils 
(mineral, animal or vegetable), or fats, waxes or greases, in 
carloads, and also to establish column 13 rates (13 per cent 
of first class) on clay, crude as from the pit, adaptable when 
processed, for clarifying, purifying, refining, filtering and/or 
decolorizing oils (mineral, animal, vegetable), or fats, waxes or 
greases, in carloads, and would result in substantial increases 
on such traffic when from, to, or between points in the South- 
west. The following is illustrative, rates in cents per ton of 
2,000 pounds: 


From Gonzales, Tex., to Enid, Okla., present 282; proposed, crude 
clay 492, processed clay 592; Ponca City, Okla., present 292; pro- 
posed, crude clay 492, processed clay 612. 


In I. and S. No. 3698, the Commission has suspended from 
February 8 until September 8 schedules in supplement No. 7 to 
Speiden’s I. C. C. No. 1497. The suspended schedules propose 
to reduce the rates on cast iron pipe, in carloads, from southern 
producing points to the Virginia, south Atlantic and Gulf ports 
when such traffic is to be reshipped via coastwise vessels to 
north Atlantic points. The following is illustrative, rates being 
in cents a ton of 2,000 pounds: 


From Birmingham, Ala., to Norfolk, Va., present 860, proposed 560; 
Savannah, Ga., present 640, proposed 440; Mobile, Ala., present 490, 
proposed 320. 


PETITIONS FOR REHEARING, ETC. 


No. 17000, part 5. Rate structure investigation, furniture. C. B. 
& Q. asks modification of order dated July 28, 1931, herein, so as to 


permit filing of tariffs or supplements, effective February 25, 1932, 
on less than statutory notice. 
No. 17000, part 3. Rate structure investigation, cotton. Chamber 


of Commerce, El Dorado, Ark., and Camden Chamber of Commerce, 
Camden, Ark., ask reopening. 

No. 23978, Pensacola Creosoting Co. vs. C. of Ga. et al. Complain- 
ant asks rehearing. 

No. 23891, J. D. Crosby Co. vs. Pennsylvania et al. Complainant 
asks eens for further consideration by full Commission on record 
as made. 

No. 17128, Taylor Produce Co. et al. vs. A. C. L. et al., and cases 
grouped therewith. Complainants ask rehearing, reconsideration, re- 
argument and modification of Commission’s orders in respect to an 
award of reparation. 

No. 17000, part 4 and 4-A. Rate structure investigation, petroleum. 
E. B. Boyd, as agent and attorneys for carriers parties to his I. C. C. 
A-2207, Tariff 108-M, asks modification of order herein to permit 
changes to be published in next consecutive supplement to I. C. C. 
A-2207, on one day’s notice, effective February 15, 1932. 

No. 22009, Atlantic Shell Co., Inc., et al. vs. A. C. L. et al. De- 
fendants ask reopening and reconsideration of this case, and modi- 
fication of order made therein in the light of subsequent decisions 
of the Commissio. 

No. 24613, Red River Lumber Co. vs. S. P. et al. Walter S. 
Franklin and Frank C, Nicodemus, Jr., receivers, Wabash Railway, 
ask dismissal of the complaint as to them. 

No. 22979, Marshall Field & Co. vs. Wabash. Complainant asks 
reconsideration to limited extent that freight charges collected were 
in violation of section 6 of the act during the period from December 
1, 1925, to November 14, 1928. 

No. 20262, Higginbotham-Bartlett Co., Inc., et al. vs. A. T. & S. 
F. Ry. et al., and cases grouped therewith, and No. 19853, Artesia 
Alfalfa Growers’ Association vs. A. T. & S. F. et al. and cases grouped 
therewith. Defendants, in a supplemental petition, ask reopening, 
rehearing and reconsideration. 

No. 24417, Sampson Electric Co. vs. Reading et al. Complainant 
asks reconsideration on record and an award of reparation, or for 
reopening to submit testimony as to kind of speakers and cabinets. 

No. 23729, Tennessee Extract Corporation et al. vs. L. & N. et al., 
and No. 24109, W. W. Mooney & Sons, Inc., vs. L. & N. et al. Com- 
plainants ask reopening for reconsideration by entire Commission 
and reargument if necessary. 

No. 24274, Southern Traffic Service, Wilmington, N. C., vs. Clyde 
~ S_aacaaead Co. et al. Defendant, Clyde Steamship Co., asks rehear- 
ng. 

No. 17304, International Oil Co. et al. vs. A. & S. et al., and No. 
21737, Dakota Oil Co. et al. vs. A. T. & S. F. et al. Defendants ask 
vacation and setting aside or postponement of effective date of order 
dated December 1, 1931, and further hearing. 

No. 21454, Otis Gin & Warehouse Co. et al. vs. A. & V. et al. 
Complainants ask that Commission reconsider decision in this pro- 
ceeding and fix date on which rate of 83 cents became unreasonable 
to the extent that it exceeded 66 cents from Houston and Galveston, 
as April 6, 1929, in lieu of July 12, 1929, and deny petition of defend- 
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ants dated January 23, 1932, seeking amendment of Commission’s 
decision. 

No. 17000, part 9, rate structure investigation, live stock, southern 
territory, rates. Carriers, parties hereto, and certain short lines, 
through Agent J. E. Tilford, ask modification of finding according them 
same special rate treatment as was granted the Columbus & Green- 
ville and certain other short lines listed in Appendix B to the report 
in this proceeding. 

No. 24154, American Book Co. vs. B. & O. et al. Complainant 
asks reopening and reconsideration by entire Commission. 

1. & S. 3401, canned goods, carloads, from, to and between points 
in southern territory, and cases grouped therewith. Respondents and 
defendants, operating in southern territory, by Agent J. E. Tilford, 
Tt further modification of report and order entered November 3, 

a. 

1. & S. 3446, plasterboard between points in southern territory, 
and No. 23155, Certain-teed Products Corporation vs. A. & R. et al. 
F. E. C., A. C. L., and S. A. L., respondents and defendants herein, 
ask reopening and reconsideration of findings with respect to rates 
to the Florida Peninsula. 

No. 17000, part 11, rates on sand, gravel, shells, etc., between 
points in southwest. Rate structure investigation. Louisiana Public 
Service Commission asks vacation of orders of June 3, 1929, and 
September 30, 1929, as to Louisiana intrastate rates. 

No. 20865. Celotex Co. vs. A. C. L. et al. Defendants ask. re- 
consideration and prayer for modification of so much of the decision 
herein as relates to the section 1 or ‘“‘tunreasonableness’”’ finding; also 
reparation award thereunder. E 

No. 24024, Tarr & McComb Corporation ys. S. P. Co. Complainant 
asks reopening and reconsideration by Commission en banc and/or 
reopening and reargument before Commission en banc under shortened 
procedure. 

No. 20455, Gordon Candy Co. et al. vs. A. C. L. et al., and cases 
grouped therewith. Loose-Wiles Biscuit Co., complainant in Nos. 
18726 and 21860, ask further hearing for purpose of submitting new 
and additional evidence and for reconsideration upon such evidence. 

No. 23938, Chase Candy Co. et al. vs. A. T. & S. F. et al., and 
No. 20008, Mueller-Keller Candy Co. et al. vs. A. T. & S. F. et al., 
Chase Candy Co., Douglas Candy Co., Mueller-Keller Candy Co., Nave- 
McCord Mercantile Co., Letts-Melick Grocery Co., Craig Brothers Mer- 
cantile Co., Hunt Brothers Fruit Co., Carder Wholesale Grocery Co., 
Seavey & Florsheim Brokerage Co., F. C. O’Donoghue Fruit Co. and 
Dolan Mercantile, complainants herein, ask further hearing and/or 
further argument and further consideration, and argument in support 
of this petition, only in so far as the rates on peanuts, carloads, from 
origin points in Virginia and North Carolina are involved herein. 

1. & S. 3614, Building material from, to and between southern 
points. Respondents, by J. E. Tilford, chairman, ask postponement 
of effective date of order entered herein December 238, 1931, from 
February 15, 1932, to June 3, 1932. 

No. 23279, and Sub. 1 and 2, Joseph Denunzio Fruit Co. et al. vs. 
A. T. & F. et al. Defendants ask reopening for further con- 
sideration. 

No| 20767, Standard Fire Brick Co. vs. G. C. & S. F. et al., and 
No. 20476, City of Roswell et al. vs. A. T. & S. F. et al. Southern 
Pacific asks rehearing, reconsideration and argument before entire 
Commission. 

No. 15841, William Kelly Milling Co. vs. A. T. & S. F. et al. and 
cases grouped therewith. Defendants ask reopening and reconsidera- 
tion of these cases and modification of report dated July 28, 1931. 

No. 23981, North Carolina Hosiery Manufacturers’ Traffic Associa- 
tion vs. B. & M. et al. Complainants ask reopening and reconsideration 
by entire Commission upon record as made. 

No. 15879, Eastern Class Rate Investigation, and No. 17000, part 2, 
Western Trunk Line class rates. B. T. Jones, agent for carriers 
respondents herein, asks to either postpone effective date of order of 
November 2, 1931, from March 2, 1932, to April 2, 1932, or to authorize 
publication of rates in connection with the Nelsonville-Athens Electric 
Railway, effective March 2, 1932, on five days’ notice. 

Finance No. 7539, Application of Northern Pacific and O.-W. R. 
& N. for certificate of public convenience and necessity for construc- 
tion and operation of a new branch line of railroad, etc. Applicants 
ask for an extension of time, for commencing construction, to April 1, 
tee that the time for completion be extended to December 





COMMISSION ORDERS 


No. 12358, Texas Livestock Shippers’ Protective League et al. vs. 
Director General, as agent, Abilene & Southern et al., and cases 
grouped therewith. Proceedings reopened for further hearing in 
all respects, at such time and place as Commission may hereafter 
direct, for purpose of supplementing record already made. 

No. 24885, Harrisonburg Chamber of Commerce et al. vs. C. & O. 
et al. City of Harrisonburg and Rockingham Memorial Hospital, Inc., 
permitted to intervene. 

No. 23791, Keystone Steel & Wire Co. vs. C. & N. W., No. 23148, 
Albertson & Co., Inc., et al., vs. A. C. & Y. et al, and No. 23628, 
Wyeth Hardware & Manufacturing Co. et al. vs. A. T. & S. F. et al. 
Proceedings reopened for further consideration. 

No. 20337, Leonard, Crosset & Riley, Inc., et al., vs. A. H. T. et 
al.,, and cases grouped therewith. Second petitions of certain inter- 
veners and complainants for rehearing, reargument and reconsideration 
only on findings of past unreasonableness, denied. 

No. 24972, F. S. Royster Guano Co. vs. B. & O. et al. Swift & Co. 
permitted to intervene. 

No. 24907, Board of Railroad Commissioners of State of South 
Dakota vs. A. T. & S. F. et al. White Eagle Oil Corporation per- 
mitted to intervene. 

1. & S. 3130, Southwestern rates, and Il. & D. 3228, cancellation 
of ratings on empty carriers or containers, returned, between points 
in W. T. L. territory. Proceeding in No. 3130 reopened for recon- 
sideration upon question of maximum reasonable rates on davenport 
spring assemblies, in carloads, for application between points embraced 
by said proceeding, and reopened for reconsideration, upon record 
heretofore made therein, upon question of prescribing and requiring 
establishment and maintenance of a maximum reasonable rate on 
spent catalyser, in carloads, for application from Dallas, Tex., to 
Ivorydale, O. 

No. 20010, City of Augusta et al. vs. A. C. L. et al., and No. 20196, 
and Sub 1, City of Quincy vs. A. G. S. et al. Those portions of the 
orders which apply to the future and require the participating carriers 
to maintain and apply to the transportation of bituminous coal, in 
carloads, from mines in southwestern Virginia, as described in the 
original report, to Campania, Ga., a rate per ton of 2,000 pounds not 
exceeding 304 cents, and to maintain and apply to the transportation 
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of bituminous coal, in carloads, from mines in Kentucky, Tenness 

Virginia and Alabama to Quincy, Tallahassee and Jamieson, Fig pore 
per ton of 2,000 pounds, not exceeding 332 cents from mines jp the 
Coal Creek group and 287 cents from mines in the Alabama gro ~ 
and to the three destinations last named from mines in the othy 
groups in the origin territory, rates not exceeding those made i 
adding to or subtracting from the aforesaid rate of 332 cents the 
present origin differentials of said other origin groups over or unde 
the rate from the said Coal Creek group, vacated and set aside effec, 
tive on March. 21, 1932. ———d 

Finance No. 9006, application of Oregon Electric for a Certificat 
to construct an extension of its line of railroad in Washington county 
Ore. Stimson Lumber Co. permitted to intervene. of 

No. 24890, transit on vegetable oils in southern territory, Order 
heretofore entered on December 1, 1931, is amended so as to inclug 
therein and in the investigation instituted thereby certain tariffs py) 
lished by or for said carriers and lawfully on file with this Commissio, 
representative of which tariffs are Agent Jones’ I. C. C. 1933, 999:’ 
2356, and 2418, providing for transit services, in connection with inter. 
state shipments of vegetable oils, at Chicago, IIl., Cincinnati anj 
Columbus, Ohio, and Louisville, Ky., namely, into and concerning the 
scope and meaning of the said transit provisions in said tariffs cop. 
tained and the applicability or inapplicability of said provisions t) 
certain commodities known by such trade names as “Delico,”’ ‘Vream" 
‘“Bakerite,’’ and various others, as in said order in that behalf ang 
as otherwise therein provided. 

Finance No. 8100, application Sumter Valley. Proceeding reopeneg 
4. — assigned for further hearing at a time and place 
to be fixed. 

1. & S. 3552, Scrap leather from Canadian points to Cincinnati, 9 
(imported). Order further modified to become effective February 9) 
1932, instead of said February 8, 1932. : 

No. 23120, Penn Veneer Co. et al. vs. Western Maryland et aj, 
Petition of defendants, in so far as it requests oral argument denied, 
and in so far as it requests permission to file supplemental brief con- 
tained therein granted. 

Finance No. 9032, Application of Marianna & Blountstown for cer- 
tificate to acquire line of railroad of A. F. & G., etc. Atlantic Coast 
Line permitted to intervene. 


FINANCE APPLICATIONS 


Finance No. 3511. Supplemental application of Lehigh Valley Rail. 
road Co. asks modification of the Commission’s report in this case, 
dated December 7, 1931, so as to authorize it to pledge and repledge 
$12,500,000 of its general consolidated mortgage 5 per cent bonds as 
collateral security for promissory notes, instead of $10,000,000 of such 
bonds. Larger amount of bonds than originally authorized have been 
requested by banks holding the company’s promissory notes. 

Finance No. 9142. Receivers of the Seaboard Air Line Railway Co. 
ask the Commission for authority to issue, negotiate, sell or otherwise 
dispose of, not exceeding $15,038,000 of receivers’ certificates, to be 
used in refinancing the company, particularly with respect to equip- 
ment trust notes and prior issues of receivers’ certificates. Proposed 
certificates are to bear interest at the rate of 6 per cent. 

Finance No. 9144, Alton Railroad Co. asks authority to abandon 
and remove a part of its Barnett Junction-East Hardin line, com- 
prising a total distance of approximately 38.12 miles, extending from 
Barnett Junction to Carrollton, Ill. Applicant says the line has had a 
precarious existence since its construction between 1882 and 1886 
and has no prospect to justify the continuing losses involved in the 
operation of the line. 

Finance No. 9155. Pittsburgh, Fort Wayne & Chicago Railway 
Co. asks authority to issue and deliver to the Pennsylvania Railroad 
Co. $27,752,000, par value of its common capital stock. The Pennsyl- 
vania Railroad Co., in the same document, asks for authority to 
assume, as lessee, under a lease of 999 years, obligation and liability 
in respect of this stock. Stock is to be issued to reimburse the parent 
company for improvements, betterments and additions to the leased 
property, made between December 31, 1923, and December 31, 1930, 
the improvements, additions and betterments having caused a debt 
by the subsidiary to the parent company of $27,752,079,31. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9118, (1) authorizing the Burlington- 
Rock Island Railroad Company to join with its receiver in extending 
to July 1, 1935, the maturity dates of $1,492,469.71 of outstanding re- 
ceiver’s certificates, and to assume obligation and Hability in respect 
of the certificates as extended: and (2) dismissing that part of the 
application in which John A. Hulen, as receiver of the carrier, asks 
authority to extend the maturity dates of the foregoing certificates, 
approved. 

Report and order in F. D. No. 9123, authorizing the Southern Ry. 
Co. to issue not exceeding $42,769,000 of development and general 
mortgage 4 per cent gold bonds, said bonds or any part thereof to 
be pledged and repledged from time to time to and including Decem- 
ber 31, 1933, as collateral security for any note or notes which the 
applicant may issue within the limitations of section 20A (9) of the 
interstate commerce act, approved. 


Report and certificate in F. D. No. 9079, permitting the Leesville, 
Slagle & Eastern Railway Company to abandon as to interstate and 
foreign commerce; its entire line of railroad in Vernon Parish, 14, 
approved. 

Report and order in F. D. No. 9119, authorizing the Nashville Ter 
minal Company to extend from January 1, 1932, to January 1, 1935, 
the maturity date of $1,000,000 of first mortgage gold bonds, and 1 
increase the interest rate thereon from 5 per cent to 6 per cent Pe 
annum during that period, approved. 

Report and order in F. D. No. 9099, authorizing the Delawart, 
Lackawanna and Western Railroad Company to issue and to renew 
not exceeding $12,432,000 of promissory notes to be sold at par or dis 
counted at a rate not exceeding 6 per cent, and to pledge and Te 
pledge as collateral security therefor, all or any part of $13,639,000 
of New York, Lackawanna & Western Railway Company first and 
refunding mortgage 5 per cent gold bonds, series A, and $10,000,00! 
of Morris & Essex Railroad Company 4% per cent construction mot: 
gage gold bonds, series C, approved. 

Report and order in F. D. No. 9120, authorizing the Mobile amé 
Ohio Railroad Company to issue and renew from time to time n0 
exceeding $3,000,000 aggregate face amount, of promissory notes, ¥ 
be sold or otherwise disposed of at not less than par and the origin® 
motes or the proceeds thereof used to renew or discharge outstanding 
notes and to provide working capital, approved. 
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TRUCKING IN LIEU OF SWITCHING 


Examiner R. N. Trezise, in I. and S. No. 3641, trucking less- 
than-carload freight in lieu of rail service in Chicago district, 
has proposed that the Commission find justified schedules pro- 
posing to authorize the substitution of highway vehicle service 
in lieu of switching service in the Chicago, Ill., district, vacate 
the order of suspension and discontinue the proceeding. Re- 
spondent carriers, Trezise says, should promptly file with the 
Commission copies of the contracts between the line-haul car- 
riers and the so-called switching lines when employed to per- 
form the highway vehicle service between freight houses in the 
Chicago district. 

Adoption of the report by the Commission will mean that 
trucking in lieu of switching, which has been the fact in 
Chicago, according to Trezise, since 1911 and even earlier, 
will continue as it has been, except that there will be tariff 
publications setting forth the fact and that the contracts under 
which trucking is performed will be on file with the Commis- 
sion. 

In the schedule filed by the Chicago lines, which was to 
have become effective September 15, 1931, but suspended until 
April 15, the carriers proposed to establish optional service in 
lieu of rail service in handling less-than-carload freight to and 
from stations of terminal carriers in the Chicago district. The 
schedule said “transfer of freight between freight houses in 
the Chicago district (see Item 45) may be performed by rail 
switching service or by highway vehicle service at the option 
of the road haul carrier (see Item 55) directly involved.” 


Trezise said that the trunk lines serving Chicago, for many 
years, by appropriate tariff provisions, had extended their rates 
to include delivery and receipt of freight at various so-called 
“universal” or “open” freight stations not located on their 
lines. Many of the universal stations, the report says, are 
maintained by the Chicago Tunnel Co., others by short or belt 
lines such as the Manufacturers’ Junction, the Belt Railway Co. 
of Chicago, the Illinois Northern and some by the trunk lines. 
The effect of the maintenance of these stations, says the report, 
is to enlarge the terminal facilities of the trunk lines so as to 
include these universal stations. Trezise said that inasmuch as 
these stations were not reached by the rails of the line-haul 
carriers it Was necessary to make arrangements by the carrier 
offering receipt and delivery at a universal station for the 
performance of the service offered, the line-haul carrier being 
obligated under its rates to receive or deliver freight at them. 

At first the deliveries were by switching. In recent years, 
the report says, deliveries have been made by wagon or truck 
but without tariff publication. The trunk lines thought it not 
hecessary to publish tariffs showing how the service would be 
rendered. However, as a result of conferences between officers 
of the carriers and representatives of the Commission, the 
tariff publication involved in this proceeding was filed and 
suspended by the Commission on its own motion, to the end 
that there might be an inquiry into the matter. 


_The carriers said that by using trucks for the transfer of 
freight they had made a saving of 24 hours in making deliveries 
on a large amount of traffic. Furthermore they said they had 
Saved money and increased the volume. Shippers, the report 
said, desired a continuance of the truck service. No change in 
the charge to the public, it added, was contemplated. No ques- 
tion was presented, the report said, as to the adequacy of the 
Payments to the truck companies. 


Trezise said that regardless of whether the Commission 
had authority to determine the propriety of the payments by 
the truck lines for this terminal trucking service between sta- 
tions, copies of the contracts setting forth the considerations 
and conditions under which the services were performed by 
the trucking companies should be filed with the Commission. 
He said the carriers had expressed their -willingness to do so. 


UNREASONABLE EXTRA FARES 


Examiners Worthington and Boat, in No. 22735, extra fares 
On passenger trains, have recommended that the Commission 
find that the charging of extra fares, in instances where a 
Passenger goes from one train to another, is not justified and 
that the charging of such fares is unreasonable in instances 
Where the number of through services to which such fares 
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apply exceed one-third of the total of through services avail- 
able. They say fourth section relief is not justified. 


PROPOSED REPORTS 


Dried Beans and Peas 


No. 21144, Williamson-Halsell-Frazier Co. et al. vs. O. S. L. 
et al. and I. and S. No. 3561, dried beans and peas from Rocky 
Mountain states to southwestern territory. By Examiner Myron 
Witters. On further hearing. Dismissal proposed on a finding 
that rates, dried beans and peas, points in Colorado, Idaho, Utah 
and Montana to destinations in Oklahoma, are not unreasonable. 
Suspended schedules, in purported compliance with order in 
No. 21144, 168 I. C. C. 9, proposed to be found not justified. 
Suspended schedule proposed to be canceled and proceeding 
discontinued. 

Tomatoes 


No. 24652, T. Mendelson Co. vs. A. C. L. et al. By Examiner 
J. Edgar Smith. Dismissal proposed. Rate, tomatoes originat- 
ing in Cuba, Key West, Fla., to Pittsburgh, Pa., not unreasonable 
or unduly prejudicial, and applicable. 


Relaying Rails 


No. 24741, Equitable Equipment Co., Inc., vs. I. C. et al. 
By Examiner William G. Butts. Dismissal proposed. Rate, re- 
laying rails, Sardis, Miss., to West Monroe, La., not unreasonable 
or otherwise unlawful. 
Synthetic Resin 


No. 24054, General Plastics, Inc., vs. N. Y. C. et al. By Ex- 
aminer Charles W. Berry. Ratings, official classification, syn- 
thetic resin or gum, unreasonable to the extent they exceed or 
may exceed, second class, less-than-carloads, and fourth class, 
carloads, minimum 36,000 pounds. Less-than-carload ratings, 
synthetic resin or gum compounds, in the three major classifica- 
tions not unreasonable. Carload ratings unreasonable to the 
extent they exceed or may exceed 45 per cent of first class in 
the official, fifth class in southern, and class A, minimum 36,000 
pounds, in western classification. 


Iron and Steel Articles 


No. 24446, Beatrice Steel Tank Manufacturing Co. et al. vs. 
Cc. B. & Q. et al. By Examiner C. J. Peterson. Dismissal pro- 
posed. Rates, iron and steel articles, Steelton and Duluth, Minn., 
Milwaukee, Wis., Gary and Indiana Harbor, Ind., Youngstown, 
O., and Chicago, Harvey and South Chicago, Ill., to Beatrice, 
Neb., higher than to Missouri River crossings, not shown to be 
unreasonable or unduly prejudicial. Question whether carriers 
participate in the movement to Omaha, Neb., or Kansas City, 
Mo., through Beatrice should have fourth section relief, examiner 
said, should not be determined in advance of hearing on fourth 
section applications to be filed in connection with rates pre- 
scribed in Western Trunk Line Class Rates, 164 I. C. C. 1. 


Apples 


No. 24658, Traffic Bureau-Lynchburg Chamber of Commerce 
vs. N. & W. et al. By Examiner T. Naftalin. Apples, Keyser, 
W. Va., to Lynchburg, Va., and there reconsigned to Durham, 
N. C., not misrouted. Rate unreasonable to the extent it ex- 
ceeded 55 cents. Reparation of $44.40 proposed. 


Offset Paper 


No. 24323, Edgewater Paper Co. vs. M. St. P. & S. Ste. M. 
et al. By Examiner L. H. Dishman. Dismissal proposed. Rate, 
offset paper, in rolls, Philadelphia, Pa., to Menasha, Wis., applic- 
able and not unreasonable. 


Animal Manure 


No. 24414, American Sumatra Tobacco Corporation vs. L. & 
N. et al. By Examiner T. Naftalin. Rate, animal manure, New 
Orleans, La., to Havana, Hinson and Sharon, Fla., prior to 
January 1, 1928, not unreasonable. Rate, like traffic after Jan- 
uary 1, 1928, from and to the same points, unreasonable to the 
extent it exceeded $4.90 a net ton, minimum 40,000 pounds. 
Reparation of $30.47 proposed. 


Fresh Vegetables 


No. 24664, F. E. Morgan & Sons vs. B. S. L. & W. et al. 
By Examiner Carl A. Schlager. Fresh vegetables, San Benito, 
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Tex., to Ruston, La., not misrouted. Rate unreasonable to the 
extent it exceeded 83 cents. Reparation of $60.11 proposed. 


Wrought Iron Pipe 
No. 24175, Swiss Oil Corporation vs. C. & O. et al. By 
Examiner Leland F. James. Dismissal proposed. Rate, wrought 
iron pipe, Aliquippa and Neville Island, Pa., to Louisa, Ky., 
not unreasonable. 
Crude Fire Clay 
No. 24474, Ironton Fire Brick Co. vs. C. & O. et al. By 
Examiner Richard Yardley. Rate, crude fire clay, Bradmyer 
and Enterprise, Ky., to Ironton, O., unreasonable to the extent 
it,exeeeded or may exceed $1 a net ton, exclusive the specific 
charges prescribed in Ex Parte No. 103. New rate proposed. 


Automobiles 


No. 24590, Southwest Nash Co. vs. C. & A. et al. By Ex- 
aminer Paul A. Colvin. Rates, many carloads, automobiles, 
Milwaukee, Racine, Racine Junction and Kenosha, Wis., to St. 
Louis, Mo., not unreasonable but in violation of the long and 
short haul part of the fourth section prior to April 10, 1931, 

hen the assailed rates were reduced to remove the violations. 
Reparation proposed to be denied on findings that the prima 
facie presumption of unreasonableness had been rebutted and 
the complainant had not proved damage. 


Fresh Vegetables by Express 


No. 24077, Georgia Public Service Commission vs. Railway 
Express Agency, Inc. By Examiner L. H. Macomber. Dis- 
missal proposed. Rates, fresh vegetables by express, points 
in Georgia to destinations in official territory, not shown to be 
unreasonable. Failure of defendants to accord a carload express 
refrigeration service, fresh vegetables, points in Georgia to 
destinations in official territory while contemporaneously ac- 
cording such service to competing shippers in Alabama, Louisi- 
ana, Mississippi, Tennessee and Kentucky, not unduly preju- 
dicial. 


Ss. A. L. ABANDONMENT 
Examiner Thomas F. Sullivan, in Finance No. 8957, Seaboard 


Air Line Railway Co. abandonment, has recommended that the 
Commission authorize the applicant and its receivers to abandon 
a part of its line from a point near Andrews to Lanes, S. C., 
a distance of about 19 miles. The part marked for abandonment 
is part of the old Georgetown & Lanes railroad between the two 
place names in its title, about 36 miles from each other. The 


South Carolina commission intervened in behalf of those who 


protested against abandonment. It was estimated by the receiv- 
ers that abandonment would result in an annual saving of $13,917. 
Exhaustion of timber and hauling by truck, according to the 
report, made it clear that there was not and would not be suffi- 
cient traffic to justify the continued operation of the branch 
line. 


S. P.-COTTON BELT ACQUISITION 


The Texas & Pacific and the Missouri Pacific have asked 


the Commission, in Finance No. 8393, application of Southern 


Pacific, to acquire control of St. Louis Southwestern, and to 
amend the plan for the consolidation of railroads adopted De- 
cember 9, 1929, for reconsideration of its decision and report 
of January 12, 1932, for further hearing and for the imposition 
of conditions to assure continuance of through route arrange- 
ments between the Southern Pacific on the one hand and the 
Texas & Pacific and Missouri Pacific on the other, for the 
handling of transcontinental traffic. The Texas & Pacific and 
Missouri Pacific opposed acquisition of the Cotton Belt by the 
Southern Pacific. 

The Missouri Pacific and Texas & Pacific, interveners in 
the case created by the application of the Southern Pacific, in 
this petition, say they specifically object to the finding and 
conclusions in the majority report of the Commission, ‘made 
without application, intervention, allegation, hearing, record 
or proof, that the acquisition of control here proposed will be 
in the public interest because Southern Pacific Co. will afford 


relief to the St. Louis Southwestern Railway Co. in a time of 
financial stress.” The two interveners further say that they 
specifically object to the majority report because thereby noth- 


ing is required of the Southern Pacific in the way of aiding 
the financial conditions of the Cotton Belt. 

If and when it was determined in a proper proceeding, and 
upon allegation and proof that the Cotton Belt was in financial 
distress, and that there was public need for placing that car- 
rier under the control of the Southern Pacific, the interveners 
said, the Commission should first hear evidence and determine 
whether the necessary financial aid would be afforded by the 
recent 10 per cent reduction in wages or would be available by 
application to the Railroad Credit Corporation or to the Recon- 
struction Finance Corporation. 
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“These interveners have reason to believe, and upon such 
belief allege the fact to be,” says the petition of the inter. 
veners, “that St. Louis Southwestern Railway Co. has made or 
will make application to the Railroad Credit Corporation and/or 
to the Reconstruction Finance Corporation for funds sufficient 
to meet its maturing obligations, if any, and to relieve its 
financial distress if any, and authorization of stock contro] of 
St. Louis Southwestern Railway Co. by Southern Pacific (o in 
any event should be withheld and deferred until this Commis. 
sion, on further hearing and upon allegation and proof, shall 
determine that necessary emergency financial aid, if financia) 
aid is found to be necessary, is available to the St. Louis 
Southwestern Railway Co., from the aforesaid wage reduction 
and/or from the Railroad Credit Corporation . . . or from the 
Reconstruction Finance Corporation.” 

The interveners ask the Commission to include in its de. 
cision and report, affirmative findings to the effect that the 
Southern Pacific-Texas & Pacific transcontinental route shall 
be maintained, that the Southern Pacific-Texas & Pacific-Mis. 
souri Pacific transcontinental route has functioned in the ip. 
terest of the public for more than 50 years; that the public 
interest requires that this route shall be maintained and that 
the free and unobstructed flow of traffic shall be fully pro- 
tected. They also ask additional findings so as to protect not 
only the routes mentioned but all others from discriminatory 
treatment. 


EXCESS INCOME REPORTS 


Examiner P. A. Conway, in Finance No. 3926, excess income 
of Louisiana & Pacific Railway Co., the Woodworth & Louisiana 
Central Railway Co., and the Sibley, Lake Bisteneau & Southern 
Railway Co., has recommended that the Commission find that 
the Louisiana & Pacific and the Sibley, Lake Bisteneau & South. 
ern had recapturable excess net railway operating income of 
$2,482.32 in 1925 and in 1926, based on value for rates making 
purposes of the Louisiana & Pacific ranging from $149,000 for 
11 months of 1926 to $458,000 in 1920, for the period from Sep- 
tember 1 to December 31, and for the Sibley, Lake Bisteneau & 
Southern ranging from $258,500 in 1923 to $295,000 for 1926. The 
recapturable amount in 1925 was $573.61 and in 1926, $1,908.71. 


J. L. C. & E. RECAPTURE 


The Jonesboro, Lake City & Eastern Railroad Co., in 
Finance No. 3778, excess income of that carrier, has appeale 
to the Commission from the finding by division 1 that the 
carrier has recapturable net railway operating income of $57,- 
722.28. It has asked the Commission for reopening and/or 
reargument and rehearing and has made a mction to dismiss 
the proceeding. The petition raises the question of the Com- 
mission’s jurisdiction on several grounds «nd points out numer- 
ous alleged errors of law and fact. It is contended that because 
the carrier did not earn a fair return for the recapture period 
(March 1, 1920, to October 31, 1925) as a whole, the proposed 
taking of alleged recapturable excess income is c»nfiscation and 
unconstitutional. 


SOUTHWESTERN STONE 


A tentative program for the conduct of the hearing in 
I. and S. No. 3130, part 11, stone, southwestern rates, has been 
agreed on between Examiner G. H. Mattingly, who is to hear 
the case, and the parties interested in it. The Commission has 
canceled the hearing that was to have been held in Washing- 
ton on February 16 and reassigned the case for hearing at Cin- 
cinnati, O., February 16. The case covers rates on stone, natural 
or artificial, except on import, export and _ coastwise traffic, and 
except between points east of the Indiana-Illinois lines, on the 
one hand, and points in Kansas and Missouri, on the other. 

A number of investigation and suspension and formal docket 
cases are joined with the title proceedings. The tentative pro- 
gram, showing the order in which the various interests will 
proceed, calls for about twenty-five days of hearing. Six days 
have been assigned for the carriers’ opening presentation and 
three or four days to southern interests. Two and a half days 
have been allotted to the Indiana State Chamber of Commerce, 
a formal complainant. Other assignments of time range from 
half a day to a day and a half, with two hours set aside for 
opening general witnesses and one day for the railroads in 
defense in the formal docket cases and in rebuttal. Exhibits, 
according to the program, are to be distributed before the wit: 
nesses take the stand. 


CHANGES IN DOCKET 
Argument in No. 24418, set for February 13 at Washington, 
was canceled. 
Argument in No. 24262, F. & N. Lawn Mower Co. et al. V8. 
A. & R. R. R. et al., assigned for February 17 at Washington, 
D. C., was canceled and reassigned for February 12 at Wash- 
ington, D. C. 
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SUBSTITUTES FOR SECTION 15A 


The Trafic World Washington Bureau 


Alfred P. Thom, general counsel of the Association of 
Railway Executives, concluded his testimony on the proposed 
substitutes for section lba of the interstate commerce act, be- 
fore the House committee on interstate and foreign commerce, 
February 5. (See Traffic World, February 6.) 

H. R. 7117, providing for a substitute for section 15a, would 
read as follows if it were revised in accord with suggestions 


made by Mr. Thom: 


Sec. 15a. (I) When used in this section, the term “rates” means 
rates, fares and charges, and all classifications, regulations and prac- 
tices relating thereto. j 

(2) In the exercise of its power to prescribe just and reasonable 
rates, the Commission shall give due consideration, among other 
things (1) to the present and reasonably prospective transportation 
needs of the country, (2) to the necessity, in the public interest, for 
the carriers to be able to establish and maintain a sufficient credit to 
attract the capital required to meet and provide for these trans- 
portation needs, and (3) to the necessity, in the public interest, that 
the carriers furnish transportation service at the lowest rates con- 
sistent with adequate service and the meeting and providing for the 
transportation needs of the public; and the Commission shall, so far 
as practicable, initiate, modify, establish, or adjust rates so that 
the revenues derived therefrom will, under honest, efficient, and 
economical management and reasonable expenditures for main- 
tenance of way, structures and equipment, constitute a sufficient 
basis for the maintenance of a national system of railway trans- 
portation at all times adequate to the needs of the public: Provided, 
that the Commission shall have reasonable latitude to modify or 
adjust any particular rate which it may find to be unjust or unrea- 
sonable, and to prescribe different rates for different sections of the 
country. It is hereby declared a sound principle of rate making 
that carriers shall, in times of economic prosperity, be permitted 
to make earnings which will, as far as practicable, avoid the increase 
of rates in times of economic depression. To that end, it is hereby 
declared the duty of the Commission, in the exercise of its sound 
discretion, to maintain as far as possible a general level of rates 
which, over a reasonable period of years, will produce revenues con- 
sistent with that standard. In years when the net railway operating 
income of any carrier exceeds six per cent of its property investment 
account, one-half of the excess over that percentage shall be pre- 
served by it in cash or in liquid form for use in years when its net 
railway operating income falls below six per cent of such property 
investment account; provided, that no carrier shall be required to 
make any such reserve of cash or assets in liquid form in any year 
unless, in that year, its net railway operating income is more than 
sufficient to provide for its fixed charges; provided further, that 
after such reserve fund has been accumulated and maintained at 
an amount equal to five per cent of its property investment account, 
the remainder of its net railway operating income may be used by it 
for any lawful purpose. 

Sec. 2. On and after the effective date of this act, all moneys 
which were recoverable by and payable to the United States or to 
the Interstate Commerce Commission, under the provisions of para- 
graphs (5) or (6) of section 15a of the interstate commerce act, as 
heretofore existing, shall cease to be payable to and recoverable by 
the United States or by the Commission, and all proceedings pending 
for the recovery of any such moneys shall be terminated. Within 
sixty days from and after the passage of this act the Commission 
shall liquidate the general railroad contingent fund as then existing 
and shall return to each of the carriers who have paid recaptured 
earnings in to such fund such proportion thereof, after due allowance 
for differences in dates of payment, as the amount paid in by such 
carrier bears to the total amount of earnings recaptured from all 
carriers, so that all sums whatsoever realized from such fund or 
its use shall be distributed to the contributing carriers in proportion 
to the amount of recaptured earnings paid in by each of them to 
the general railroad contingent fund, after making due allowance 

as aforesaid for differences in dates of payment. 

__ Sec. 3. All requirements and restrictions imposed by the pro- 
visions of paragraphs (6), (7) and (8) of section 15a as to the one- 
half of the excess earnings, as defined therein, which a carrier is 
permitted to retain, are hereby removed and repealed. 

Sec. 4. That section 5 of the interstate commerce act, as amended 
June 10, 1921, be, and it is hereby, further amended by striking out 
subdivision (b) of paragraph (6) and lettering as (b) the next suc- 
ceeding subdivision, which is now lettered (c). (This would repeal 
valuation requirements in connection with consolidation.) 

Sec. 5. That section 19a of said act be, and it is hereby, repealed. 
The Commission shall carefully preserve in its archives all documents 
and papers connected with work so far done by it under said section 
= Shall hereafter keep itself informed of all new construction, ex- 
a, improvements, additions, betterments and retirements, and of 
all changes in investment therein. 


The first part of H. R. 7117, as revised above, wherein clauses 
(1), (2) and (3) appear, is preferred by Mr. Thom, but if objec- 
tion to the reference to railroad credit in those clauses results 
in a desire for a change of language, he approves as a substi- 
tute therefor the following: 


th a the exercise of its power to prescribe just and reasonable rates, 
the ommission shall give due consideration, among other things, to 
a existing needs of the public for adequate and efficient trans- 
ne ation facilities and service, to the necessity for enlarging and 
poe trond such facilities and service to provide for the growing trans- 
portation needs of the public, to the effect of proposed rates on the 
the ement of traffic and to the necessity, in the public interest, that 
aa oe furnish transportation service at the lowest rates con- 
nt with adequate service and adequate provision for the trans- 
portation needs of the public, 


Mr. Thom said that with respect to that part of his pro- 
ony revision of H. R. 7117 dealing with creation of a reserve 
a for use in lean times, he had submitted that amendment 
ne of his clients but not to all and that though he had 

nd no dissent thereto, he was not authorized to present it 
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on behalf of all the railroads. He directed attention to the fact 
that the idea had been suggested by the Commission in the 
Fifteen Per Cent Case, 1931, and in its last annual report to 
Congress. He added that he believed the Commission’s position 
to be sound. Inquiry ‘was made by Chairman Rayburn as to 
whether the proposal to base the reserve fund on a percentage 
of the property investment would not create such complications 
as had arisen in connection with the rate-making rule in section 
15A. Mr. Thom thought it would not result in that and pointed 
out that it was a proposal to deal with the railroad’s own money 
and that the amount of net and the property investment were 
definitely shown in company reports, and that merely an inspec- 
tion of the accounts would be required to enforce it. 

The railroads he represented, said Mr. Thom, were not in 
entire agreement and a very substantial element value the 
present rate-making rule in section 15A very highly and 
he was not in a position to say that they were in favor 
of the proposed new rule of rate-making unless the recapture 
clauses were repealed retroactively. He said the rate-making 
rule and the recapture clause were interrelated so far as his 
statement and his authority were concerned and that he was 
proposing a homogeneous system of regulation. 

In discussing repeal of section 19A, the valuation section, as 
proposed by him, he said he proposed that the valuation work 
be stopped except that the information on valuation in the 
possession of the Commission should be kept and that the 
Commission should continue to keep itself informed as to any 
changes in the physical property in order that there would be 
a record for any practical purpose. His view was that in the 
event of confiscation cases, the Commission would have an 
inventory of the carrier property up to date and that the dispute 
as to value would have to be determined by the courts. As 
to the difference between his valuation amendinent and that 
of the Commission in H. R. 7117 as introduced, he said it was 
that the Commission’s amendment required the Commission to 
complete its original valuation. He thought the Commission 
had a very satisfactory survey of the relation between capitali- 
zation and value, which he said was the original purpose of 
the valuation act. 

The view that there could not be such a thing as unreason- 
able earnings from reasonable rates because if a _ railroad 
earned large profits from reasonable rates, it was due to the 
quantity of the service given rather than to the rates, was 
expressed by Mr. Thom, who asked the committee to give 
careful consideration to that view. 

Reference to the prosperous roads in the Pocahontas dis- 
trict, due to their large and increasing volume of traffic as Mr. 
Thom said, brought from Representative Gillen, of Indiana, a 
query of whether there was not some virtue in recapture be- 
cause, he said, the Norfolk & Western and the Chesapeake & 
Ohio could haul coal to Chicago from Charleston, W. Va., at less 
cost than the roads carrying coal from Terre Haute, Ind. Mr. 
Gillen asked that if the recapture fund were available, would 
it not be equitable if the Pocahontas roads, against which it 
had been estimated that the Commission had recapture claims 
aggregating $100,000,000, were required to distribute the excess 
to the weaker roads. Mr. Thom directed attention to the fact 
that the amount of recapturable excess income was yet to be 
determined and that it would not be determined for years on 
account of the great difference of opinion on that subject be- 
tween the Commission and the roads. With the Pocahontas 
roads retaining their earnings, he said they would be enabled 
to give super service and that such service should not be with- 
held because some other section of the country could not serve 
so well. He remarked that his ideas as to practical rate-making 
were limited but that it seemed that the situation referred to 
by Mr. Gillen could be dealt with by asking the Commission to 
fix the proper differential as was done in the lake cargo coal 
case. He reiterated his view that to attempt to enforce recap- 
ture would cause great injury. Mr. Gillen explained that he 
based his statement with reference to coal from Charleston and 
from Terre Haute on the fact that while the actual rate from 
Charleston to Chicago was higher than from Terre Haute, the 
rate a ton a mile was 6.36 mills from Charleston and 9.4 mills 
from Terre Haute. 


Recapture Liability Figures 


By action of the House committee on interstate and foreign 
commerce, February 9, estimates prepared in the Commission’s 
offices as to recapture liability of individual carriers became 
public. This information was submitted by Commissioner East- 
man, with the explanation that the Commission had never made 
the estimates public because it thought it should not make 
public mere estimates that might in many cases be misleading. 
He said if the committee wished to make the figures public, 
with the understanding that they were mere estimates, the 
Commission had no objection. At the close of the session the 
committee decided to make the estimates public. The recap- 
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ture information was requested by Representative Nelson, of 
Wisconsin. 

Commissioner Eastman referred to the estimate of $378,- 
000,000 of recapture claims which he had submitted when he 
originally appeared before the committee and said that state- 
ment had been further checked and had been reduced to 
$361,465,815, for the period 1920 to 1930, inclusive. By classes 
of roads the estimates follow: Class I, $336,443,378; Class II, 
$15,929,742; Class III, $2,259,036, and Class IV (switching and 
terminal roads), $6,833,815. 


Commissioner Eastman said the method of estimating re- 
capture liability was as follows, which involved in some cases 
the O’Fallon method, which was rejected by the Supreme Court 
of the United States: 


When information in the files of the Commission permits re- 
capture liability has been based upon a value determined by accord- 
ing equal weight to original cost of structures, estimated if not known, 
and their cost of reproduction, with depreciation deducted and value 
of land and working capital added. If this information is not avail- 
able the value is found by adding to the single sum value, less work- 
ing capital, shown in the final or tentative valuation reports under 
section 19a, the net cost of additions and betterments with adjust- 
ments for property changes from year to year, plus working capital 
not in excess of the cash and materials and supplies as reported by 
the carrier. In the absence of any basic valuation data the book 
investment less depreciation is taken as the estimate of value. Gen- 
erally the carriers’ reported net railway operating income has been 
used in these computations. 


If the valuation method followed in the Richmond, Freder- 
icksburg & Potomac recapture case, decided after the Supreme 
Court’s decision in the O’Fallon case, were applied to the Sea- 
board Air Line and Florida East Coast, each estimated to 
have recapturable excess income of more than $1,000,000 under 
the method outlined above, the recapture liability of those two 
roads would be wiped out, according to Mr. Eastman. He said 
the Commission’s staff was working on an estimate as to the 
effect on recapture of averaging the net railway operating 
income for the entire period since 1920, when recapture became 
effective. He did not know whether such an estimate could be 
made but said an effort was being made in that direction. 

The estimated recapture liability of Class I carriers for 
the period 1920-1930, a total of 90 carriers, including all system 
lines in each case, follows (dollar sign omitted): 
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The estimated recapture liability of Class II carriers for the 
period 1920-1930, total of 138 carriers, including all system lines, 
follows: 
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The estimated recapture liability of Class III carriers for 
the period 1920-1930, a total of 134 carriers, including all sys- 
tem lines, follows: 
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The estimated recapture liability of Class IV carriers for 
the period 1920-1930, a total of 84 carriers, including all system 
lines, follows: 
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Net Income and Surplus Figures 


The statement showing the estimated recapture liability of 
each carrier also showed net income for 1920, 1929, 1930, and 
total corporate surplus for those years. 

Mr. Eastman submitted the following statement showing 
payments by carriers on account of excess net railway operating 
income under paragraph (6) of section 15a (dollar sign omitted): 
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A statement also was submitted as to these carriers showing 
their classification and whether controlled by an industry. 


Status of Recapture 


Explanation of the status of the work of the Commission in 
recapture cases was given by the commissioner who referred to 
statements made by Mr. Benton, general solicitor for the state 
commissioners, to the effect that the Commission had barely 
scratched the surface so far as recapture was concerned and 
that “the Commission has completed investigations which enable 
it to make claim to about three-tenths of one per cent more.” 
This statement of Mr. Benton followed one to the effect that the 
Commission had about one-half of one per cent of the estimated 
— under its control. (See Traffic World, Jan. 30, p. 
233.) 

Mr. Benton interjected with the statement that his refer- 
ence to three-tenths of one per cent was to final demands of the 
Commission for payment of recapture money. 

Commissioner Eastman said demand for payment was made 
in the tentative recapture reports of the Commission which be- 
came final unless they were protested. He said the Commis- 
sion had issued 97 such reports demanding payment of more 
than $25,000,000, and that it was about ready to issue 23 addi- 
tional reports demanding payment of more than $26,000,000. He 
submitted to the committee a progress chart showing in detail 
the status of the recapture work. 

Reference also was made by the commissioner to the testi- 
mony of Mr. Holton, of the Interstate Railroad Co. (see Traffic 
World, Jan. 30, p. 232), as to the expense of recapture proceed- 
ings and as to the long time consumed in hearings in that com- 
pany’s case. The commissioner said the experience of that com 
pany was not representative. He said counsel for the company 
were very contentious. The average hearing lasted 4.7 days, 
said he. Commenting on Mr. Holton’s testimony relating to 
earnings of the company, he said that, on the Commission’s base, 
the company had had a return of over 9 per cent for the last 10 
months of 1920, and that from 1920 to 1927 it paid dividends 
running from 4 to 7.5 per cent. 


U. S. Steel Roads 

Responding further to a request of Representative Nelson, 
of Wisconsin (it was explained that the request was not made by 
Representative Nelson, of Maine, who is a member of the com- 
mittee), Mr. Eastman submitted a list of railroads controlled 
by the United States Steel Corporation or its subsidiaries, sub- 
ject to recapture, showing the amounts paid into the contingent 
fund in the period from 1920 to 1930, inclusive; dividends paid 
on common stock, dividend rates and net income in each of those 
years, and total corporate surplus as of December 31, each year. 
The list of roads follows: Bessemer & Lake Erie, Birmingha” 
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February 13, 1932 


Southern, Carbon County, Donora Southern, Duluth & Iron Range 
(leased to Duluth, Missabe & Northern, Jan. 10, 1930); Duluth, 
Missabe & Northern, Eligin, Joliet & Eastern, Etna & Montrose, 
Hannibal Connecting, Johnstown & Stony Creek, Lake Terminal, 
Newburgh & South Shore, Northampton & Bath; Union Railroad 
(Pittsburgh, Pa.); and Youngstown & Northern. 

Mr. Eastman directed attention to the fact that the Bessemer 
& Lake Erie, which had paid $442,280 into the contingent fund, 
had paid dividends on its common stock ranging from 150 to 500 
per cent in the 1920-1930 period. The dividends for that period 
totaled $18,250,000. He pointed out that the capitalization of the 
Bessemer & Lake Erie, however, was low compared with the 
yalue of its property, and that the percentage of dividends would 
not be so large if based on the property. In 1920, he said, the 
company had $500,000 of common stock and about $11,000,000 of 
ponds, and that the estimated valuation of the property was 
$56,000,000. He pointed out that the Duluth & Iron Range had 
paid dividends of from 15 to 25 per cent; the Duluth, Missabe 
& Northern, which had paid $5,808,257 into the contingent fund, 
from 75 to 100 per cent, and the Elgin, Joliet & Eastern from 4 
to 6 per cent. He submitted figures showing that the capitaliza- 
tion of the Duluth, Missabe & Northern was far below its esti- 
mated value. 

The ore rates of the D. M. & N., the D. & I. R., and the Great 
Northern had been prescribed by the Commission, said the com- 
missioner Who pointed out that to reduce the rates of the two 
former roads would have an adverse effect on the Great North- 
ern because the latter was not solely an ore-carrying road. He 
also said that the Bessemer & Lake Erie operated under un- 
usually favorable conditions in that it hauled ore to Pittsburgh 
and coal in the reverse direction to Lake Erie ports. He said 
the results of operation showed what could be accomplished 
when there was a movement of traffic like that. He said if the 
ore rates of the B. & L. E. were reduced, it would attract traffic 
to that road to the detriment of other roads that did not have 
such concentrated tonnage. His point was that these were 
things the Commission had to take into consideration in dealing 
with the rates of such a road as the B. & L. E. 

In discussing industrially controlled roads, Mr. Eastman 
said he believed that railroads should not be controlled by indus- 
tries nor industries by railroads. He said the commerce clause 
prohibited railroads controlling industries but that it did not say 
that an industry should not control a railroad but that he thought 
a fair interpretation of the clause was that an industry should 
not control a railroad and that that was being put to a test in the 
injunction suit against Elgin, Joliet & Eastern, controlled by the 
U. S. Steel Corporation. 


The suggestion was offered by the commissioner that if the 
steel roads obtained relief from recapture, the steel corporation 
might be able to deal more generously with the railroads with 
respect to the price of steel rails. He said the price of steel 
rails had remained constant since 1923, and that that was one 
of the reasons why the cost of reproduction of carrier property 
was kept up. He referred to the fact that the Commission had 
asked the Department of Justice to investigate the steel-rail-price 
question under the anti-trust statutes. He said that all he knew 
was that the price of steel rails had been kept up while prices of 
other iron and steel articles had declined. He said he had heard 
it said that a steel company official had said that the price of 
steel rails had been kept up on account of research work that 
was done to improve the rails. 


Referring to testimony of Mr. Bledsoe, of the Santa Fe, 
indicating the rate of return on a base made up of the com- 
mission’s valuation in Ex Parte 74, etc. (see Traffic World, Jan. 
30, p. 233), Mr. Eastman said the figures did not quite compare 
with similar compilations made by the Commission’s Bureau of 
Statistics. He made similar comment as to rate of return figures 
cited by Mr. Thom. He indicated that the differences were not 
great. He put in the record statistical tables setting forth com- 
putations by the Bureau of Statistics. 


Valuation 


: In response to a question asked previously by Representa- 
tive Mapes, of Michigan, Mr. Eastman said the Bureau of Valua- 
tion had estimated it would take until July 1, 1935, to cmplete 
the recapture work for the period down to the close of 1930, with- 
out allowing for any litigation. He said his own opinion was that 
it probably would take longer. He also had doubt as to valuation 
principles being settled by the courts in two or three test cases. 
He referred to the practice of courts to decide a case on one 
point, leaving others undecided. He did not like the idea of valua- 
tion principles being determined in recapture cases, because of 
the effect of taking money away from a company might have on 
the determination of the valuation principles. Therefore he 
agreed with those that repeal of recapture retroactively was more 
a than repeal for the future. He had mentioned that 

ere appeared to be little likelihood of much money being re- 
captured in the immediate future, at least, from the railroads. 
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Representative Nelson, of Maine, with reference to the 
courts being affected by the element of recapture in valuation 
cases, said if the Supreme Court decided a case he assumed 
that it would be on sound principles regardless of recapture 
being involved. Mr. Eastman said he did not regard that phase 
of the matter as controlling with respect to retroactive repeal of 
recapture. Mr. Nelson’s view was that “we can’t get away from 
valuation, no matter what difficulty it presents” The right of 
an individual carrier to challenge rates made by the Commission 
in the courts, on the basis of valuation of the carrier’s property, 
was discussed. The commissioner said that theoretically a car- 
rier could pursue that course but that as a practical matter it 
was not likely that a carrier would do that. He said such cases 
were rare. Mr. Eastman drew a distinction between railroad and 
public utility cases in that connection, pointing out that with a 
railroad there was much more competition than in the case of 
a utility. Mr. Nelson did not see how the Commission could 
neglect valuation—why the Commission should not have the es- 
sential valuation data on hand. Mr. Eastman said that was the 
position of the Commission—that the Commission should be pro- 
tected in that matter and be prepared for an adequate defense 
if the necessity arose. He said Commissioner Lewis, who has 
supervised the valuation work, would testify as to the Commis- 
sion’s position with respect to valuation. 


Coal Road Figures 


Mr. Eastman also submitted a list of four large eastern coal 
carrying railroads subject to recapture for the period 1920 to 
1930, inclusive, showing for each year the dividends paid on 
common stock, dividend rates, net income, and the total cor- 
porate surplus as of December 31, each year. The roads were 
the Chesapeake & Ohio, Hocking Valley, Norfolk & Western and 
Virginian. 

The Chesapeake & Ohio dividends ranged from 2 to 12 per 
cent; Hocking Valley, 2 to 12 per cent; Norfolk & Western, 7 
to 12 per cent, and Virginian, 4 to 8 per cent. The total divi- 
dends for the period covered were as follows: C. & O., $81,542,- 
119; H. V., $7,947,142; N. & W., $134,521,985, and Virginia, $15,- 
948,465; a total for all of $239,959,711. Mr. Eastman submitted 
figures showing that the capitalization of the Norfolk & Western 
was substantially below the estimated valuation of that property. 
For 1930, the capitalization was $252,643,832, and the estimated 
valuation, $396,195,321. 


Advocates Excess 


Continuing his testimony before the committee January 10, 
Commissioner Eastman said carriers ought to be allowed to 
earn excess income in good times to balance deficiencies in 
bad times. He said there were many roads on the recapture 
list that were now poverty-stricken and that to attempt to 
enforce recapture as to them would add to the troubles of the 
day. He believed it neither fair nor in the public interest to 
attempt to recapture excess earnings On a one-year basis. If 
the entire period since the transportation act was passed in 
1920 were taken as a base for recapture, he said, no doubt a 
great many carriers would be eliminated from the recapture 
class. How much that would reduce the work of the Commis- 
sion was not clear, according to the witness. To enforce re- 
capture now against some roads might be the straw that would 
drive them into receivership, said he. Other roads would have 
to ask the Reconstruction Finance Corporation for loans in 
order to meet recapture orders, he said. 

Adverting again to the U. S. steel-controlled roads and 
the Pocahontas coal roads, Mr. Eastman said if a case for 
recapture could be made at all, it could be made in the case 
of the steel roads. If those roads could be dealt with separately 
as to recapture, he said he would have no objection but he 
said he did not see how they could be dealt with alone—that 
a rule of general application would have to be made. Discussing 
the Pocahontas coal roads and their large earnings in recent 
years, he pointed out that this resulted from an unusual de- 
mand for coal from the territory served by them. He thought 
that conditions in the future, however, might not be so favor- 
able for these roads, and directed attention to curtailment for 
demand for coal, economies in coal consumption, use of substi- 
tutes, competition of central fuel stations, and demand that the 
Pocahontas roads reduce their rates on coal. These were fac- 
tors to be considered in considering retroactive repeal of re- 
capture. He said the Chesapeake & Ohio was the backbone 
of the Van Sweringen system—for which he held no brief—and 
that the resources of the C. & O. had been largely used to put 
that system together. He said if the Commission were in a 
position: to enforce recapture of the estimated $47,000,000 due 
from the C. & O., there would be no way the company could 
meet that demand except by sale of bonds, which would increase 
the funded debt without increasing the assets. Such a develop- 
ment, he thought, could not but have a disastrous effect on the 
whole Van Sweringen system and it might be the last straw, he 
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added, so far as the Van Sweringen Alleghany Corporation was 
concerned. Such facts like those in times like these must 
be given consideration, said he. 

As to using a l1l-year base for recapture, Mr. Eastman 
thought that even then some of the weak roads would be caught 
and that there might be unfortunate effects on some of the 
strong roads. Litigation would still have to be faced, said he, 
and when the Commission got through it would have recovered 
only a comparatively small amount of money. If 1931 and 1932 
were included in the period, he said, the amount would not be 
very large. 

Commissioner Eastman said the railroad situation at the 
present time was extremely critical. He believed the railroads 
could be pulled out but he thought that everybody would have 
to pull together to do that. The gain on the whole, with respect 
to enforcement of recapture, would not be worth the candle 
and it would not be in the public interest to proceed with 
recapture, added the commissioner, who said that that was also 
the view of the Commission. This discussion related to repeal 
of recapture retroactively, as some members of the committee 
have indicated hesitancy with reference to retroactive repeal. 

In his original appearance before the committee, continued 
the commissioner, he had not intended to convey the impres- 
sion that the Commission had not had in mind making rates that 
so far as possible would yield the return contemplated by section 
15a. He said the Commission certainly had that in mind in 1920. 
He said if passenger revenue had held up he believed that the 
freight rates would have produced the stipulated return. In 1931, 
he said, the railroads had conceded they could not get the stipu- 
lated return. He contended that the Commission had not disre- 
garded the law but, in effect, had done the best it could in the 
face of conditions. 


Representative Huddleston remarked that section 15a had no 
defenders before the committee and added that if S. Davies 
Warfield and Senator Cummins were alive no doubt they would 
have alibis also. He then revived previous discussion as to 
Congress going further than simply directing that rates be just 
and reasonable, while Commissioner Eastman reiterated his view 
that Congress should specify factors to be taken into considera- 
tion by the Commission. The commissioner insisted that recogni- 
tion had to be accorded the credit factor under private ownership 
of railroad. He said if rates could not be made that would 
attract private capital, the only alternative was public owner- 
ship. Even, then, he said, the railroads should pay their own 
way, in his opinion, and that they should not be supported by 
taxation. So far as he was personally concerned, he would con- 
sider all the factors even if the rate-making provision referred 
only to just and reasonable rates, but he said the Commission 
was a changing body and that capital desired assurance from 
Congress because of that fact. He said the direction of Con- 
gress to the Commission could be stated in simple terms and that 
it could be so worded that undue emphasis would not be at- 
tributed to any one factor specified. He again stated that the 
present situation was critical and that cooperation on the part 
of all was required. He thought there was a great deal the 
railroads could do in eliminating unnecessary expenses. He said 
the situation would be very serious if a large number of railroad 
receiverships developed. In 1873 and 1893 there were large 
numbers of railroad receiverships but they were overcome, he 
continued. The conditions then were different, however, he 
pointed out, adding that at that time we had a rapidly growing 
and developing country, there were new lands, many immigrants 
were coming in. Now, however, those factors were not present. 
He said it seemed that the country was going to grow much 
less rapidly than it had. A number of railroad receiverships 
might be the last straw so far as private ownership of railroads 
was concerned, he said. He was not wedded to the private 
ownership idea, he said, but a great many people were and 
the dangers of the present situation, from the viewpoint of con- 
tinued private ownership, should be recognized. 


Revised Rate-Making Rule 


A suggested revision of the rate-making rule of H. R. 7117 
was submitted to the committee by Mr. Eastman. Chairman Ray- 
burn said it had seemed to be the thought of the committee that 
it wished the congressional direction to the Commission to be 
expressed in the fewest number of words possible and in the 
simplest language and that he had asked Mr. Eastman to submit 
such a direction that would cover the situation. The revised 
rule as submitted by the commissioner follows: 


In the exercise of its power to prescribe just and reasonable rates, 
the Commission shall give due consideration, among other things, to 
the present and prospective needs of the public for adequate and 
efficient transportation facilities and service, to the effect of rates 
on the movement of traffic, and to the necessity, in the public interest, 
that the carriers furnish transportation service at the lowest rates 
consistent with adequate service and adequate provision for the trans- 
portation needs of the public. The fact that revenues fall with de- 
——< traffic in times of economic depression or rise with increasing 
traffic in times of economic prosperity shall not necessarily be re- 
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garded as a reason for increasing or reducing rates, as the case may 
be; but it is hereby declared the duty of the Commission to exercigg 
its authority over rates to the end that, so far as practicable, the 
revenues derived therefrom will, under honest, efficient and economica| 
management and reasonable expenditures for maintenance of way 
structures and equipment, and over a reasonable period of years, 
constitute a sufficient basis for the maintenance of a national systen, 
of railway transportation at all times adequate to the needs of the 
public: Provided, that the Commission shall have reasonable latitude 
to modify or adjust any particular rate which it may find to be up. 
just or unreasonable, and to prescribe different rates for different 
sections of the country. 


The Commissioner went over the language and expressed 
the opinion that each statement therein should be included in 
a congressional direction to the Commission. 

In reply to a question by Mr. Huddleston, the commissioner 
said the rule of rate-making would simply be an instruction 
from Congress as to what the Commission should keep in mind 
in regulating rates. 

Such an instruction might have the effect of increasing 
certain rates and decreasing other rates, said the commissioner, 
who added that the intent was not to instruct the Commis. 
sion either to raise or cut rates. 

Use of the words “adequate service” bothered Mr. Huddles. 
ton. He thought there was a “zone of adequacy” and that 
there would be dispute as to the meaning of adequate service, 
Mr. Eastman did not agree—either service was adequate or 
it was not. He said it was always a question of judgment. 
He said he would not object to use of the words “reasonably 
adequate.” 

“Follies” in railroad competition -were asked about by 
Mr. Rayburn. There was discussion of duplicate passenger 
service, railroad warehouse service, and solicitation of freight 
by railroads which resulted in one carrier getting traffic from 
another and the movement of traffic over circuitous rather than 
direct routes. There were many things the railroads must 
correct if they were going to pull out of their present situa- 
tion, said the commissioner. Motor competition, he said, might 
require reorganization of rail methods and rate structures, 

Representative Hoch raised a discussion of pooling being 
required in the event recapture were repealed, as he thought 
the pooling idea was behind the recapture provisions. The 
commissioner thought that might be considered. He did not 
think that recapture had stimulated consolidations. In general 
the Commission had had to force carriers to take over weak 
lines, he said. 

Mr. Hoch also inquired about authorizing the Commission 
to compromise recapture claims so that litigation might be 
reduced. The commissioner thought that might be helpful. 


Electric Railway Association 


C. D. Cass, general counsel, American Electric Railway 
Association, at the hearing February 11, said that if rate-making 
on aggregate value of railway property in groups was to be 
repealed and the recapture of excess income was also to be 
repealed, electric railways transacting business in interstate 
commerce should not be excluded from such a new section 1ia. 
He said section 19a (valuation) should be repealed in toto, and 
that the Commission should preserve in its archives all the 
records resulting from its work of valuation to date, and should 
thereafter keep itself informed of changes in property of all 
carriers. 

The witness discussed at length section 15a and section 19a 
with reference to electric railways. He said that unless a street 
or suburban electric railway was “operated as a part of a gen- 
eral steam railroad system of transportation” or an interurban 
electric railway was so operated or “engaged in the general 
transportation of freight,” it was not subject to any of the 
provisions in section 15a. He said it seemed clear from the 
reading of the exclusion language that Congress intended that 
the value of electric railways operated by steam railroads should 
be included in the aggregate values of railroads for rate-making 
purposes, and that Congress further intended that electric rail- 
ways, though independently operated, if engaged in the general 
transportation of freight similar to the business transacted by 
steam railroads, should also be included in arriving at an aggre- 
gate value of railway property for rate-making purposes. Up to 
this time, said he, there had been no valuation of electric rail- 
ways by the Commission, and, so far as he was aware, no values 
of electric railways considered in the aggregate values of rail- 
roads. in groups for rate-making purposes. . 

If the recapture provisions were not repealed ab initio, said 
Mr. Cass, it would be necessary for the Commission to deter 
mine the status of individual electric railways under section 
15a. He had pointed out that there were 195 electric railways 
reporting to the Commission, with investment in road and equlp- 
ment of $977,443,648 for the year ended December 31, 1930. 
One hundred and ninety-five hearings would have to be held 
to determine the status of each carrier and then the carriers 
held subject to recapture would have to be set aside for 
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rther consideration, said he. There no doubt would be liti- 
ation as to the Commission’s findings as to the status of 
articular carriers, he indicated. He emphasized the view that 
4 proceed with recapture against electric carriers held to be 
ubject to section 15a would produce a number of complex 
problems. There would also have to be made valuations of 
he electric carriers held subject to the section, said he, and 
sain the process would be interminable and in each case 
subject to possible litigation. 

“| venture the assertion that the cost of this process to 
he government and to the railroads would be far in excess of 
he possibility of any recapture of earnings from the electric 

” said he. 
ox believed that the facts with relation to the electric 
ailways and recapture presented a forceful argument for repeal 
of recapture ab initio. 

According to the “overwhelming evidence presented at this 
hearing,” he continued, the principle of rate-making laid down 
in section 15a “has been found impractical and unsatisfactory,” 
and indicated that a more simple and flexible method was 
jesirable. Of the two bills before the committee, he said, 
the parties best informed seemed to have the conviction that 
H.R, 7117 more nearly took care of the conditions surrounding 
the whole subject and better served the public interest. 

Mr. Cass concurred in what had been said before the com- 
mittee concerning the beneficial effect on the public mind of 
a direction to the Commission to maintain a level of rates 
that would attract capital sufficient to meet and provide for 
the transportation needs of the public. 

In discussing valuation, Mr. Cass referred to a statement 
made by the late Senator LaFollette in the Senate in 1910 to 
the effect that at an expense of not exceeding $10 a mile, or 
$2,400,000 for the entire mileage of the United States, “we 
can learn the value of the physical properties of the railroad 
companies of this country engaged in interstate commerce.” 
He also called attention to the fact that the Wisconsin senator 
had estimated that the total cost to the government and the 
railroads would be about $5,000,000. Mr. Cass also referred 
to other estimates of the cost of valuation running up to eight 
or nine million dollars. 

“How far wrong all the quoted figures just given were, 
in regard to the cost of valuation, is almost amazing,” said 
he, adding that since 1913 and up to date the federal govern- 
ment had spent more than $40,000,000 on the valuation of rail- 
roads and that Mr. Thom had stated that the Class I railroads 
had spent more than $137,000,000. He added that 19 years 
had elapsed and that the valuations had not been concluded 
on the steam railroads, and pointed out other carriers covered 
by the act had not been valued. 

“], therefore, have the feeling that a repeal of section 19a 
is not only justified under the proposals for changing the prin- 
ciples of rate-making and repealing the plan of recapture of 
excess income, but such repeal of section 19a is a plain neces- 
sary economy step on the part of the government, and surely 
it would not be attended by any disruption or subversion of the 
Commission’s power or activities in connection with its regu- 
latory authority.” 

As an alternative to a complete repeal of section 19a, said 
he, if there was a sufficient reason to warrant a continuance of 
governmental expenditure for valuation of railroads and the 
heavy expense of such valuation to the carriers, as great a limi- 
tation should be put on the future activities of valuation of 
railroads as would be consistent with a comparison of the ex- 
pense involved to the results that would be obtained. 


Security Owners 


Fred N. Oliver, general counsel of the National Association 
of Owners of Railroad and Public Utility Securities, Inc., urged 
the committee to accept rate-making provisions similar to those 
Contained in H. R. 7117 and to provide for retroactive repeal 
of recapture. He said the security owners favored the Commis- 
sion’s proposal with respect to amendment of 19a as set forth 
In H. R, 7117. Commissioner Eastman’s statement that the 
association of security owners was largely responsible for enact- 
ment of section 15a was correct, said he. He said the section 
Was devised for the purpose of restoring the confidence of the 
public in railroad investments or, in other words, of restoring 
railroad credit. Taken as a whole, the section had undoubtedly 
Served a useful purpose and was responsible, in large measure, 
a aa of the flow of capital into the railroad industry, 

“In our opinion, however,” he continued, “the rate-making 
Provisions, however, have failed to accomplish the purpose for 
Which they were enacted.” 
da Oliver referred to the rate-making developments under 
Fite 15a, including the decision of the Commission in the 
Pi en Per Cent Case, 1931, and out of that situation, he said, 

me the proposal that the Commission should regulate rates 
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so that the carriers over a period of years might earn sufficient 
to maintain an efficient transportation system. He said the 
security owners were not urging that the identical language of 
the rate-making rule of H. R. 7117 be used, but that some gen- 
eral rule be adopted that would direct the Commission to give 
consideration, in the fixing of rates, to the rate structure as a 
whole and the financial needs of the carriers. Something more 
than the language of section 1 with respect to just and reason- 
able rates was necessary, said he, adding that it seemed to the 
security owners that a declaration of policy from Congress was 
essential when consideration was given to the general rate level. 
If section 15a were repealed and only the general rule that rates 
should be just and reasonable given the Commission as a guide, 
he said, the situation would be the same as it was prior to 1920, 
at which time he said there was doubt among the members of 
the Commission as to what, if any, consideration should be 
given to the revenue condition of the carriers. He said the rate- 
making section of the old act (prior to 1920) was written around 
the individual rate and that it did not tend to encourage con- 
sideration of the effect of those rates in their aggregate on the 
individual carriers or on carriers as a whole. 

Retroactive repeal of recapture would, without a doubt, said 
he, go far toward restoring investor confidence and aiding in 
the reestablishment of railroad credit. 


Railroad Labor Also Agrees 


Arthur J. Lovell, vice-president of the Brotherhood of Loco- 
motive Firemen and Enginemen, speaking for the four big broth- 
erhoods as well as the entire group of twenty-one standard rail- 
road labor organizations, endorsed what Commissioner Eastman 
had said, and also said railroad labor favored H. R. 7117 provided 
it was amended, as urged by Mr. Eastman, to provide for retro- 
active repeal of recapture. Rail labor, he said, had never be- 
lieved 15a was of any use. He referred to the contribution of 
railroad labor of the 10 per cent wage cut which he said would 
amount to $250,000,000 to the “gratuity” given the railroads by 
the Commission in Ex Parte 103, and urged that Congress now 
help out by repealing retroactively the recapture provisions. He 
read a letter from D. B. Robertson, chairman of the Railway 
Labor Executives’ Association, concurring in the views of Mr. 
Eastman, and urging retroactive repeal of recapture and return 
of money to railroads that had paid money to the Commission for 
recapture. Mr. Robertson asserted that anything that could be 
done to help the railroads would be reflected in benefit to the 
public. 

S. Wallace Dempsey, former member of Congress, made a 
plea for retroactive repeal of recapture to aid the railroads in 
their present situation. He said such repeal would remove a 
cloud from the credit of the railroads in seeking loans from 
the Reconstruction Finance Corporation. ‘ 
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Railway Business Association 


Frank W. Noxon, secretary of the Railway Business Asso- 
ciation, described the association’s members as companies fur- 
nishing goods and services to the railroads. He said the asso- 
ciation favored retroactive repeal of recapture and that it favored 
eliminating from the rule of rate-making all reference to the 
investors’ interest either in a return on his present holdings or 
in a market where he might buy and sell securities. It also 
favored, said he, repeal of section 19a, doing away altogether 
with valuation, and that it opposed substitution of any kind of 
rate base. He said the association recommended that in one 
form of language or another Congress provide simply that the 
objective to be aimed at by the Commission in the regulation 
of rates should be adequate transportation facilities. 

If the railroads were free to create maintenance reserves 
for use in lean years, said he, the effect would be to relieve the 
railroad supply industry, both plant and payroll, of periodical 
idleness alternating with sudden pressure which overwhelmed 
capacity. 

Mr. Noxon discussed rate-making at some length. He re- 
ferred to as “an event of the first magnitude” the creation of a 
joint agency by the eastern railroads, to be known as the “Rate 
Research Committee, whose scope is nothing but revenue.” (See 
Traffic World, Jan. 30, p. 245.) He discussed that development 
as a favorable forward step. 

“In a sentence, as I see it,” said Mr. Noxon, “your oppor- 
tunity is to do something which will help divert the public mind 
from the security owner to the user of the facilities as the ben- 
eficiary of your rate-making rule. For twelve years, under sec- 
tion 15a, the thought of all concerned has been focused on the 
rights of the security owner. Congress has said what he was 
entitled to. A large part of the public believed he was not 
entitled to anything. They denounced ‘fair return,’ especially 6 
per cent, as a ‘guarantee’ and demanded repeal. The return at 
the rate was to be computed on ‘valuation.’ Everybody had his 
own idea about methods of valuation. These controversial fea- 
tures have so preoccupied the Commission, the courts, the rail- 
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roads, the shippers and the general public that it has been 
impossible to command adequate and intelligent common coun- 
sel on the basic aspect of providing rail facilities and service. 
We have quarreled over the method of measuring railway in- 
come while the income was drying up. In my judgment the 
mechanism just set up by the united eastern railways and such 
mechanism as may be set up by cooperating shippers will never 
install and permanently protect a solution for the problem of 
adequate investment in railway additions and betterments until 
this devastating lawsuit over fair return on valuation, to say 
nothing of recapture, is terminated and dismissed by striking 
out the whole foundation of the act.” 

Mr. Noxon said, “take fair return, valuation and the security 
owner’s ‘rights’ out of the picture, bring the user’s need into 
the foreground, and you will greatly improve the prospects for 
successful cooperation among shippers, among carriers, and be- 
tween shippers and carriers for effectuation of the new rate 
rule.” 

Mr. Noxon also discussed the effect of highway and water- 
way competition on the railroads, and economy in railroad oper- 
ation. He believed a rate level could be found under which 
service could be adequate—that revenue could be increased by 
stopping the “leaks,” in connection with which he discussed 
highway and waterway transportation, and by railroad oper- 
ating economies. 


Commission Opposes Valuation Repeal 


Chairman Rayburn declared the hearings on substitutes for 
section 15a closed Friday. Commissioner Lewis, who discussed 
valuation, was the last witness. He said the Commission was 
unanimously opposed to Mr. Thom’s amendment to H. R. 7117 
providing for repeal of section 19a. He submitted an amend- 
ment, on behalf of the Commission, covering the valuation ques- 
tion, under which the Commission would keep at all times 
information necessary to produce a valuation but would not 
ascertain and report new valuations except when it had occasion 
to make use thereof. 

The proposed legislation will be considered by the com- 
mittee in executive session after hearings have been held on the 
railroad holding company bill. 


RAILROAD CONSOLIDATIONS 


Senator Dill, of Washington, has offered in the Senate a 
resolution (S. Res. 164) directing the Commission to do the 
following: 


1. Forthwith to transmit to the Senate a full and complete tran- 
script of the testimony taken in Commission Docket 12964, Consolida- 
tion of Railroads Into a Limited Number of Systems, on January 6, 
7, 8 and 9, 1932; 

2. As promptly as practicable, to transmit to the Senate a full 
and complete statement and analysis of all holdings of stock and 
bonds in any railroad or holding company affected by or interested 
in the so-called four-system plan for the eastern region, dated Octo- 
ber 1, 1931, now under consideration by said Commission, to the ex- 
tent that such holdings of stock or bonds are by or on behalf of 
any railroad corporation, holding company, or trustee affected by or 
interested in said four-system plan, such statement and analysis to 
include the number of shares of stock, with their par value, and the 
par value of all bonds, together with their original cost per share 
or per $100 of par value of bonds, and their total cost, and also to 
include their present worth at the market prices current at the latest 
available date; 

3. As promptly as possible, to transmit to the Senate balance 
sheets of the Pennsylvania Railroad Co., the Pennsylvania Co., the 
Pennroad Corporation, the Alleghany Corporation, the Chesapeake 
Corporation, the Van Sweringen Corporation, the Virginia Transporta- 
tion Corporation, the Chesapeake & Ohio Railway Co., and the New 
York, Chicago & St. Louis Railroad Co., as of the latest date avail- 
able, showing in detail all the holdings of said corporations in other 
corporations, with the amounts at which each and every of said 
holdings are carried on the books of said corporations and their value 
at current market prices; and 

4. As promptly as possible, to transmit to the Senate a detailed 
statement of all moneys obtained by any railroad corporation or 
other corporations herein referred to by the sale or hypothecation 
of any stocks, bonds, or equipment obligations at any time within 
the six years that ended with December 31, 1931. 


INVESTIGATION OF RAIL INDUSTRY 


Representative Fulmer, of South Carolina, has introduced 
House Joint Resolution 281 to create a commission to investi- 
gate and study the problems of the railroad industry. The 
resolution has been referred to the committee on interstate and 
foreign commerce. 

The commission would consist of five individuals, to be 
appointed by the President, fairly representative of the inter- 
ests of the public, of agriculture, of labor, of the railroads, and 
of general trade and business. It would conduct an investigation 
and study of all matters relating to the condition, policies and 
objectives of the railroad industry in the United States for 
the purpose of determining what are the fundamental problems 
of the industry and how such problems may be solved in a 
manner consistent with the best interest of such industry and 
of the traveling and shipping public. 
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The commission would report to the President and to Con. 
gress on or before the first day of the second regular SESSion 
of the Seventy-second (present) Congress, the result of its ip. 
vestigation and study, together with such recommendations for 
legislation or other remedial action as it might deem advisable 


HOLDING BILL HEARING 


The House committee on interstate and foreign commeres 
will begin hearings February 17 on proposed legislation to give 
the Commission effective control over holding company acquis, 
tion of railroads. A revised bill dealing with that subject an 
on which the hearings will be held was introduced in the Hou, 
February 9 by Chairman Rayburn, of the committee, This 
takes the place of H. R. 5324, introduced December 10, 1931 


TRANSPORTATION LEGISLATION 


Chairman Rayburn, of the House committee on interstat 
and foreign commerce, said February 9 that the outlook 4 
that time for this session of Congress, with respect to majo 
transportation legislation, was that there would be action » 
the proposed legislation dealing with section 15a of the inte. 
state commerce act, on proposed legislation designed to giv 
the Commission effective control over acquisition of carrie 
by holding companies, and legislation dealing with moty 
vehicle regulation. 

It was the chairman’s view that it would in all probability 
not be possible for the committee to begin at this session the 
investigation of the competitive transport situation as provided 
in the resolution recently introduced by him. 

It is not likely that the committee will act on motor vehicle 
legislation until the Senate does something along that line, The 
Senate interstate commerce committee is working on proposei 
motor legislation now. 


CHICAGO SWITCHING RATES 


The Illinois Commerce Commission, February 5, filed with 
the Commission a motion requesting that the carriers in the 
Chicago switching district be required to make a new study of 
costs in the reopened hearing in docket 19610, switching rates 
in the Chicago switching district. The motion is understood 
to parallel] that filed by Attorneys Walter, Burchmore and 
Belnap (see Traffic World, Feb. 6, p. 276) on behalf of Chicago 
shippers, in which alleged imperfections in a former cost study 
were pointed out, as well as changed conditions requiring a 
new set of facts on which to order any change in rates. As 
the result of an order by the Commission, interstate rates in 
the district were substantially increased, effective December 10. 
The Illinois and Indiana commissions refused to go along with 
the Commission, so that intrastate rates were left unchanged. 

Opposing the motion of complainants in the Acme Steel Co. 
complaint and other shippers, made in No. 19610, switching rates 
within the Chicago switching district, to have the Commission 
order another cost study in this case, Chicago lines assert that 
the motion is another attempt by certain shippers in the Chicago 
district, in a collateral proceeding, to obtain a review as to the 
reasonableness of the interstate rates authorized in Switching 
Rates in the Chicago Switching District, 177 I. C. C. 669. They 
assert that the Commission’s order reopening No. 19610 raises no 
issue as to the reasonableness of the interstate rates. Such al 
issue in a case of this character would be wholly improper be 
cause the Commission has found the interstate rates now i 
effect to be reasonable. They also assert that the order author 
izing such rates continues in full force and effect. 

The Chicago lines close their reply to the motion with 4 
statement that in view of the fact that the motion discloses 00 
legal or other reason why a new cost study should be made they 
decline to join in the request, made by the complainants, for 
oral argument on the motion. 


RATES FOR MOVING THE DEAD 


The national government is moving the national cemetet! 
at Fort Apache, near McNary, Ariz., to Santa Fe, N. M. The 
desire is to have the removal completed in February. With 4 
view to simplifying bill of lading requirements in connection 
with the movement of the human bodies and bones interred 
the cemetery near McNary, the Santa Fe has asked the Com 
mission for permission to publish a rate of $225 a car, on humal 
remains in steel boxes, human bones in boxes, and grave mont 
ments, in straight or mixed carloads, from McNary, Ariz. to 
Santa Fe, N. M. The movement is to be via the Apache Railwiy 
to Holbrook, and the Santa Fe beyond. The new rate is not to 
be subject to the emergency charges published under autho ty 
of the Fifteen Per Cent Case, 1931, and the tariff is to explr 
at the end of six months. The applicant railroad said that 
rate proposed would be a reduction. 
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The “Perfect Shipment” as a Sales Aid’ 


Giving the Customer What He Has Ordered Places New Burdens on Modern Traffic Department 
—Intense Study of Loading and Shipping Problems at Corn Products Plant of Stalev 
Manufacturing Company Pays Dividends to Railroad and Shipper—Atten- 
tion to Details of Containers and Loading Methods Gives Added 
Transportation Protection at No Increase in Cost 


By HoMER H. SHANNON 


(6 EVER replace a wornout machine with one just 
like it; a better one has been made.” Acceptance 
of this working principle in manufacturing and 
production departments is the best evidence that could 
be asked of the rate at which technical progress is 
taking place in the world. That complications and 
refinements in other lines of activity than those of manu- 
facturing and production are proceeding at an equally 
rapid rate scarcely requires statement. As has been 
pointed out many times, it is even probable that one 
might successfully defend the assertion that activities that 
ordinarily come under the supervision of the traffic man- 
ager and the problems of distribution generally are 
receiving closer scrutiny ‘today than those of production. 
For years business was preoccupied with the technique 
of production; now it has transferred its major attention 
to distribution. Even if that assertion be questioned, 
there can scarcely be doubt that greater changes in the 
field of transportation and distribution have taken place 
in recent years and are under way than in other lines of 
business activity. 

Rate adjustments are of primary importance to all 
industrial traffic managers, but the mechanics of taking 
shipments to and from the loading dock, loading them in 
the cars, providing adequate containers and other details 
incidental to delivering shipments to customers in order 
are taking on increasing importance and give promise 
of being a far more conspicuous part of the life of the 
average individual in charge of an industry’s transporta- 
tion matters than ever before. 

The minute attenton given to details of loading, of 
shipping containers and allied matters by the modern 
industrial traffic department is well illustrated at the 








A combination of steel strapping, excelsior packing, and bulkheads con- 
tributes to the protection of five-galion cans of table syrup. Leftovers 
from three layers in each end of the car are prevented by a ‘“‘K”’ brace 


Investigation of trouble on particular shipments re- 


from wandering. 
sulted in adoption of the center brace. 






































plant of the Staley Manufacturing Company, at Decatur, Il. 
The plant is the second largest producer in the corn products 


Students of loadin 
compactly loaded. 
Plant of ‘the 








g insist that canned goods must be 
An improvised jack used at the 


Staley Manufacturing Company to pre- 


vent slack in the load. 


field, turn- 
ing out ap- 
proximately 
45 carloads 
of table 
syrup, glu- 
cose, corn 
sugar, feed, 
starch, and 
other prod- 
ucts on the 
average 
day. The 
nature and 
variety of 
the prod- 
ucts is such 
that inves- 
tigation, of 
loading and 
shipping 
practices 

has been a 
major con- 
cern of the 
traffic de- 
partment, 

under T. C. 
Burwell, 

vice-presi- 
dent and 
traffic man- 
ager. Few 
other or- 
ganizations, 
perhaps, 
have given 


closer attention to their loading and shipping problems than 
that under Mr. Burwell. 


A Six-Year Plan 


For more than six years an intensive study has been made 
of the problem of getting shipments to the customer in as good 
condition as they left the plant. That has incidentally involved 
a reduction almost to the vanishing point of claims against the 
railroads for loss and damage. That is incidental, as pointed 
out by Mr. Burwell, because the primary purpose is to deliver 
the shipment to the customer in first class condition. It does, 
however, reflect a change in the attitude of shippers generally, 
in the opinion of railroad men dealing with claims. A large 
claim account, in the words of one of these, was once considered 
an index of a good traffic department. Today, he says, it is 
coming to be regarded as proof of nothing more to be sought 
after than inefficiency. The industry or the traffic department, 
it is argued, is not in existence for the purpose of collecting 
claims from railroads, but to produce and sell goods at a profit; 
it may be assumed that, if one shipper has a larger number of 
claims against the railroads for damaged goods than other 
shippers in the same line, there is something wrong with the 
way in which the traffic department of that industry is per- 
forming. 

Freight charges paid to the railroads in 1930 by the Staley 
Company amounted to approximately $3,000,000. Claims against 
the railroads for loss and damage were only slightly more than 
$15,000, of which something in excess of $6,000 was the result 
of train wrecks. That is, in the opinion of the railroad men, 
an extremely good record, when all the factors, including the 
natnure of the shipments and like matters, are considered. 


Stopping Damage at the Source 


Though it was repeatedly emphasized by Mr. Burwell and 
others at the plant of the Staley Company that they were far 
more interested in developing containers and loading methods 
that would “deliver the goods” than in reducing loading and 
shipping costs, an interesting feature is that such costs are 
lower today than they were when the program referred to 
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was begun six years ago. The important thing, however, as 
they put it, is that shipments are getting through without 
damage. 

One of the most difficult kinds of shipments handled on 
the Staley loading docks is glucose in barrels. Each barrel 
weighs in the neighborhood of 750 pounds, so that any free 
play of the units of a load, under impact, would involve great 
destructive forces. 

Moreover, the nature of the commodity—a heavy, thick 
liquid—is such that damage to any of the containers sufficient 











least, that the appearance of other containers is Soiled, 
Dented, unsightly cans do not make the right kind of gai, 
talk on a merchant’s shelves. 


The Perfect Shipment 


The Staley Company ships a large assortment of canne/ 
table syrups, some of which are especially difficulty to protey 
against the hazards of normal transportation. Most of th 
cans have friction tops, which may come loose under the shog 
of car impacts. If that happens, the nature of the commodity js 
such that damage is quickly communicated to other cap; 
and containers. 

“We try to get a perfect shipment to the customer” 
Mr. Burwell explained. Anything short of that in the 
syrup business, he said, was disaster. 

The extent to which the details of loading a shipmen 
of canned goods have been analyzed is indicated by a 
circular on the subject issued by a large eastern railroad, 
It points out that the packages or containers should be 
loaded with their longest dimension lengthwise of the 
car, tops up. In loading different sizes, all of the same 
size should be kept together. A jack of some kind shoul 
be used to keep the load tight against the back of the 
car, as loading proceeds, keeping slack in the load to,4 
minimum. Only cars with flush doorways should be used: 
the great force behind the smallest shift of the load is 
sufficient to dent or break cans if in contact with an 
unprotected door-post, etc. The details are many ani 
nothing is left to chance. 

The protection afforded its shipments by the Staley 
Company goes much farther, however. Solution of the 
problem of delivering the “perfect” shipment has carried 
back into the plant to the point at which the syrup first 
enters the cans and out into the yard at the point where 
the cars are received. A mere enumeration of details 
would fail to convey an adequate notion of the ingenuity 
and study that has gone into creating the perfect load, 

The company has found that a box car with a par. 


A load of starch at the Staley plant. Flush doorways and protection at ticular width is most suitable for its loading of th’s class 
the center of the car are essential to good loading. Slack in transverse of shipments. Box cars with that dimension are insisted 
rows, when size of the container and car does not result in a neat fit, on, the containers having been tailored to fit. Cars are 


should be alternated from one side to the other. 


to cause a leak is quickly transferred to its neighbors. It re- 
quires little imagination to conceive the havoc that might be 
wrought inside a box car with 750-pound barrels skating around 
over a syrupy floor at every switching shock. Damage to ship- 
ments of this nature, which, at one time, caused no small 
amount of trouble between the company and its customers, has 
been almost entirely eliminated by a system of wire tying and 
other changes in practice. 

In the first place, every effort has been made to obtain 
good containers. “We buy the best barrels we can get,” said 
the plant superintendent. Before the barrels are loaded into the 
cars they are placed on their sides within the plant and allowed 
to remain there, bungs up, for two hours. The routine then 
involves moving them to the loading dock, where they remain 
on their sides, bungs down, for two hours. In that way any 
imperfection in the container can be detected before loading. 
The load itself consists of two compact units in each end of 
the car, tightly bound by a wire tie. Instead of loading the 
barrels tightly in crosswise rows, they are staggered in such 
way that each one contacts no more than four others; a space 
is left’ between each two barrels in the row across the car, 
the contacts between barrels being with units in rows in front 
and behind. The effect of that method of loading is to dis- 
tribute all shocks through the load by a series of diagonals, 
which avoids a cumulation of forces in a straight line. The 
ordinary load is begun with only two barrels against the end 
of the car. Timbers properly spaced are nailed transversely 
against the car end so that the tops and bottoms of the barrels 
are in contact with them, protecting the bilge of the barrel 
against crushing forces, 


Costs Not Increased 


The average cost of labor and materials for loading a car 
by this method is said to be only about $1.15. The cost was 
considerably higher when wood bracing was relied on for pro- 
tection to the shipments in transit. 

Containers and loading methods used in connection with 
canned goods have been the subject of much study by many 
shippers. Generally speaking, that class of shipments is not 
exceptionally productive of claims against the railroads for loss 
and damage, but, as a rule, a shipper is more intensely con- 
cerned with getting this product through to destination than is 
the case in connection with a great many other commodities. 
Damage to the contents of a single container usually means, at 





inspected in the yard and again at the loading platform 

for their suitability. One of the accompanying illustra 
tions shows the type of jack used by the company in making 
the load tight. All containers are “tied” into the load so that 
none is left loose to “shift for itself.” 


New Type Container 


The ten-pound syrup can, with friction top, has been found 
to be the most difficult to discipline. As a result of recent 
tests, which involved round-trip shipments to Dallas, Tex., and 
other points, carefully checked, the company has adopted a new 








A carload of corn sugar—one of the many products modern 

chemistry obtains from the cereal gift of America to the world. 

Decreased breakage has been found to result from loading 
blocks on end. 


type of container for this size can. All the fibre containers used 
by the company are stronger than required by railroad spect 
fications. The new container, in addition to having excer 
tional strength, has been fitted with an inner “tube.” The 
container holds six cans, with two in each row, segregated ly 
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the tube. The tube consists of a box segment or double par- 
tition glued to the bottom of the container, transversely across 
the center, and sealed over the top of the two cans resting in 
it. Its introduction into the container has been found to give 
almost complete protection against dented and damaged cans. 


Two refinements in the construction of the friction-top type 
of can adopted by the company have contributed substantially 
to a reduction of shipping hazards. By means of a specially 
constructed machine at the end of the line where the cans are 
filled, the lids are “tied” under the rim of the can by six small 
dents that create no serious problem for the housewife in 
opening, but add considerably to the friction seal—on which 
“the trade” insists. By means of a “stepup,” or elevation in the 
center of the can top, a small air cap is sealed on top of the 
liquid contents of the can. The air cap serves as a cushion, 
giving further protection against springing of the top under 
shock. Liquids generally are non-compressible, while air is not. 


Variety 


A variety of loading methods are employed in connection 
with canned goods, one of the most appealing to the eye being 
shown in an accompanying illustration. It consists of five 
gallon cans encased in an overlapping wooden sheath. In addi- 
tion to the use of bulkheads and steel strapping to keep the 
load in position, the load in each end of the car is protected 
by three excelsior pads, dividing the load into two parts. Two 
of the pads are between the bulkheads and the cans and the 
third in the center of the load. 


A number of types of steel drums are used by the company 
for containers. A type of five and ten gallon drum, the top of 
which “nests” the bottom of the one above, is of particular 
interest. Shipments of this kind are strapped much like barrel 
shipments. 


Other shipments include bagged feeds, starch, sugar, and 
cartons of cooking or coarse starch in fibre containers. Each 
type of shipment has been the subject of study intended to 
develop the idiosyncrasies of the commodity and the containers, 


Fibre containers themselves have been a major subject of 
laboratory investigation, under the supervision of the traffic 
department. The company is one of the pioneers in the field, 
in the sense that it does not depend on the requirements in 
Rule 41 of the classification to give it the container protec- 
tion it seeks. Service or strength factors of the completed 
container are largely relied on in the selection of purchases. 
In submitting specifications to container manufacturers, the 
usual minimum requirements, though higher than those in Rule 
41, as to bursting test, thickness of liners, etc., are outlined, 
but, when those have been met, a laboratory compression test 
is frequently determining in the selection, it is stated. 


Good Will Investments 


Many improvements made in the company’s loading methods 
and the containers used were characterized as “good will in- 
vestments.” The president of the company had once said, Mr. 
Burwell recalled: “A salesman can put a customer on the 
books once, but after he once gets there, the traffic department 
can do more to keep him there than anyone else.” 


That is, at least, an indication of the reason for the interest 
displayed by Mr. Burwell and those working with him on the 
“perfect” shipment. An indication of the attention given the 
Problem was contained in the statement that “we can tell 
within ten days whenever a new ‘hump’ switching yard is put 
in any place in the country. The claims will show it.” 

For extended periods, every shipment of canned goods 
leaving the plant has been followed by a letter from the traffic 
department asking for information as to the condition of the 
shipment on arrival. When trouble develops, impact recorders 
are placed in the cars to locate its source. Piles of filled 
containers of various heights about the warehouse give further 
evidence of the experimental temper of the shipping department. 
Inside cartons are placed in varying positions and the results 
are checked after the piles have been standing for sufficient 
Periods. Plant specialists and scientists are drawn into inves- 
tigations where their special qualifications may be of service. 


job of the modern traffic manager becomes one of many 
e8, 


WILLIAMSON DIRECTORSHIPS 


F. E. Williamson, president of the New York Central, has 
applied to the Commission, in Finance No. 7126, Sub. No. 4, 
for permission to hold the position of director of the Central 

ilroad Company of New Jersey and a directorship and/or 
any other office or offices with each of the carriers listed in 
a application, the list being composed of subsidiaries of the 
ew York Central. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) Commerce Commission must 
make fact findings upon principal issues (Smith-Hurd Rev. St. 
1931, c. 111%, Sec. 69).—Chicago, R. I. & P. Ry. Co. vs. Illinois 
Commerce Commission, 179 N. E. Rep. 126. 

Fact findings of Commerce Commission must be sufficiently 
specific to enable court to review decision intelligently and 
ascertain if facts found afford reasonable basis therefor (Smith- 
Hurd Rev. St. 1931, c. 11136, Sec. 69) .—Ibid. 

Court will not enter upon independent investigation of evi- 
dence to develop new facts, not found by Commerce Commis- 
sion, to sustain its order (Smith-Hurd Rev. St. 1931, c. 111%, 
Sec. 69). 

This is so, although court may re-examine facts found by 
Commission in connection with evidence to determine if they 
are substantially supported.—Ibid. 

Commerce Commission’s fact finding that, during 1929, total 
revenue of station and expense were certain sums and approxi- 
mately same for half of 1930, not stating manner in which Com- 
mission arrived at conclusion, held insufficient (Smith-Hurd Rev. 
St. 1931, c. 11134, Sec. 69).—Ibid. 

Commerce Commission’s finding that public convenience and 
necessity required maintenance of station, without fact finding 
from which conclusion could be reached, held not sufficiently 
definite to justify order that station must be maintained (Smith- 
Hurd Rev. St. 1931, c. 111%, Sec. 69).—Ibid. 





(Supreme Court of Washington.) Granting certificate for 
through truck route over highway free from authorized freight 
service for 35 miles, which forbade local service between points 
covered by existing services, held not objectionable as invading 
rights of existing services under prior certificates (Rem. Comp. 
Stat., Sec. 6390).—-State vs. Department of Public Works, 6 Pac. 
Rep. (2nd) 64. 

Selection of applicant for certificate of convenience and 
necessity for truck route held not capricious, but within Depart- 
ment of Public Works’ discretion.—Ibid. 

Granting certificate for truck route which did not violate 
statutory rights of prior certificate holders, was not objection- 
able as impairing obligation of contract with prior certificate 
——— (Rem. Comp. Stat., Sec. 6390; Const. U. S., art. 1, Sec. 
10).—Ibid. 





(Supreme Court of New Mexico.) Supreme Court’s juris- 
diction to review orders of Corporation Commission held not to 
extend to order denying approval of motor carrier’s time sched- 
ule (Comp. St. 1929, Secs. 11-1015, 134-1118, 134-1120; Const., 
art. 11, Sec. 7).—In re Wallace Transfer Co., Inc., 6 Pac Rep. 
(2nd) 199. 





(Supreme Court of Washington.) Finding of public works 
department issuing certificate of publige convenience and neces- 
sity that applicants’ operation of ferry service between Seattle 
and Port Ludlow would not invade territory already served by 
protestants operating ferry service between Edmonds and Port 
Ludlow held supported (Laws 1927, c. 248, p. 382).—State vs. 
Department of Public Works, 6 Pac. Rep. (2nd) 55. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co, St. Paul, Mina. Copyright, 
1931, by West Publishing Co.) “ 





(Circuit Court of Appeals, Ninth Circuit.) Any irreconcilia- 
ble repugnancy between prior written contract between shipper 
and ocean carrier and bills of lading must be resolved in favor 
of former.—Toyo Kisen Kaisha vs. W. R. Grace & Co., 53 Fed. 
Rep. (2nd) 740. 

Generally, where bill of lading is silent, freight is collectible 
only on delivery of merchandise to consignee.—Ibid. 

Any contradiction between prior written contract and bills 


































































PAGE 354 





of lading must be resolved in favor of former, unless parties 
clearly intended bills of lading should constitute new contract. 
—Ibid. 

Stipulations stamped on face of bills of lading are deemed 
parts of such bills and binding on parties.—lIbid. 

Bill of lading is to be construed strictly against carrier.— 
Ibid. 

Courts should look to all attendant circumstances in ccn- 
struing carrier’s contract.—Ibid. 

Oral agreement confirmed by letter making freight payable 
on delivery held contract of affreightment, precluding recovery 
of freight charges where cargo was lost at sea.—Ibid. 





(District court, D. Massachusetts.) Shipowner claiming 
statutory exemption has burden of establishing seaworthiness or 
due diligence to make vessel seaworthy when beginning voyage 
(Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Kalbfleisch Corpora- 
tion vs. United States et al., 53 Fed. Rep. (2nd) 867. 

“Seaworthiness” within Harter Act requires that vessel be 
reasonably fit to carry cargo involved ((Harter Act, Sec. 3 (45 
USCA, Sec. 192).—Ibid. 

Shipowner held not liable for damage to casein when wiper, 
repairing toilet, punctured pipe from which sea water escaped 
and accumulated on deck due to clogging of scupper from saw- 
dust in cargo (Harter Act, Sec. 3 (46 USCA, Sec. 192).—Ibid. 





(City Court of New York, New York County.) Steamship 
company which issued bill of lading providing for refrigerator 
shipment of pears, and showing different markings of barrels 
containing apples and pears, held liable for loss resulting from 
confusion of barrels and shipments.—Kimball Fruit Co. vs. New 
York Cent. R. Co. et al., 254 N. Y. S. 280. 

Railroad company delivering shipment of pears and apples 
to steamer by lighter held not liable for steamer’s failure to 
designate pears for refrigeration as agreed, though lighter’s 
captain failed to comply with instructions as to designation and 
confused shipments.—Ibid. 

Claim of liability of railroad to steamship company for 
damages resulting from failure of lighter to designate barrels of 
pears for refrigeration, and from confusing shipments, held too 
speculative.—Ibid. 





(Appellate Department, Superior Court, City and County of 
San Francisco, California.) Action for damage to goods shipped 
on intercoastal steamship is governed by maritime law as re- 
laxed by Harter Act (46 USCA, Secs. 190-195).—Blake, Moffitt & 
Towne vs. Luckenbach S. S. Co., Inc., 6 Pac. Rep. (2nd) 121. 

Prior to Harter Act, subject to limitations by contract, there 
was a warranty by shipowner that ship was seaworthy at begin- 
ning of voyage.—Ibid. 

Purpose of Harter Act was to relieve stringency of mari- 
time law, and distinguish between risks to be guarded against 
by insurance and those for which vessel or owner is liable (46 
USCA, Secs. 190-195) .—Ibid. 

Proof of receipt by intercoastal steamship of goods in good, 
and delivery in damaged, condition, raises presumption of unsea- 
— at beginning of voyage (46 USCA, Secs. 190-195).— 

Where presumption of unseaworthiness at beginning of voy- 
age exists, burden shifts to owner to show that damage to goods 
resulted from peril exempted by contract of statute (Harter Act 
(46 USCA, Secs. 190-195) ).—Ibid. 

To get benefit of Harter Act, owner must prove due inspec- 
tion and that ship was in respects seaworthy at beginning of 
voyage or that due diligence to that end had been used (46 
USCA, Sec. 190-195).—Ibid. 

Diligence required of owner is diligence in making vessel in 
fact seaworthy and not merely in procuring a certificate of sea- 
worthiness (Harter Act (46 USCA, Secs. 190-195) ).—Ibid. 

That sounding pipe was inclosed did not lessen obligation 
to remove sufficient portion of casing for thorough test and 
inspection to assure beginning voyage with thoroughly sea- 
worthy ship (Harter Act (46 USCA, Secs. 190-195) ).—Ibid. 

Ineffectual practice furnishes no excuse for omission to use 
all reasonable precautions to assure beginning voyage with thor- 
oughly seaworthy ship (Harter Act (46 USCA, Secs. 190-195)). 
—Ibid. 

Undertaking as to seaworthiness is not discharged when 
want of fitness results from laches or latent defect discover- 
aa by due diligence (Harter Act (46 USCA, Secs. 190-195) ).— 

Under Harter Act, if failure to use reasonable tests is left 
in doubt, it must be resolved against shipowner (46 USCA, Secs. 
190-195) ).—Ibid. 

Shipowner’s obligation as carrier approaches responsibility 
of insurer, and, damage occurring, burden is on owner to excul- 
pate himself.—Ibid. 
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In making inspection, owner is not justified in relying » 
external appearances in place of known tests.—lIbid. 

In making inspection of ship, requirement of due diligeng 
by owner is not satisfied by mere selection of competent jp. 
spectors.—Ibid. 

If, instead of making careful examinations and tests, owne; 
relies on external appearances of ship or superficial survey, }. 
—" responsibility for what diligent inspection would reveg), 
—lIbid. 

Purpose.of Harter Act is to relieve shipowner of liability 
for only latent defects not discoverable by utmost care ani 
diligence (46 USCA, Secs. 190-195) ).—Ibid. 












To constitute a “peril of the sea,” the weather, wind or geas ; . 
must be catastrophic or of such irresistible force as to be beyond ote 
0 


ordinary exertions of human care and skill to guard against— 
Ibid. 

Shipowner is liable for damages occurring in violent storm 
if due diligence was not used to make ship seaworthy at begin. 
ning of voyage (Harter Act (46 USCA, Secs. 190-195) ).—Ibid, 

Shipowner held to have failed to sustain burden to prove 
due diligence in*inspection of sounding pipe to make ship sea. 
worthy at beginning of voyage, and hence liable to owner for 
damage to goods (Harter Act (46 USCA, Secs. 190-195)). 

Damage to goods was caused by break in sounding pipe 
which connected with fuel oil tank. No part of casing around 
pipe was removed, neither was there any test of the soundness By 
before beginning of voyage. The cause of the break was a mat- arriers 
ter of conjecture.—Ibid. are 
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FIFTEEN PER CENT CASE, 1931 


Additional information as to state commission action with 
respect to intrastate rate advances following Ex Parte 103 has 


Thi 
inte! 


been received by John E. Benton, general solicitor of the Na 7, = 
tional Association of Railroad and Utilities Commissioners, as ng suc 


follows: (b) 


trier 

In Nevada, the Commission, subject to complaint, has permitted ’ (c) 
the increases to become effective on February 16, 1932, and to expire (d) 
on March 31, 1933. irect ¢ 
In New Jersey, the board permitted the increases to become effec- Thi 
tive on January 4, 1932, to expire March 31, 1933. oa ca 
In Oklahoma, the Commission, by order dated January 29, 1932, has he bos 
permitted the increases to become effective on not less than 10 days’ unitie 


notice, and not later than March 1, 1932, with the following exceptions: 
Cottonseed products; slack coal between certain points within the 
state; petroleum coke breeze between certain points within the state; Pre 


crude petroleum, crude petroleum oil and other related commodities; ertific: 
and refined petroleum products which are moving for further manu- bervice 
facture. The carriers are required to amend their tariffs so that be per 


increases in rates on ‘‘Feed, Animal or Poultry, N. O. I. B. N.’’ shall 
not apply upon such feed ‘‘as are subject to the rate applicable upon 
wheat or corn, nor when composed of 80 per cent or more of wheat, Re 
or corn, or the products of wheat, corn and/or cottonseed.’ As to le an 
less-than-carload rates, the Commission finds that increasing those herefr 
rates 2 cents per 100 pounds for all distances, as sought by the 

carriers, would result in decreasing carrier revenues, and provides for 

no increases on less-than-carload traffic where the first class rate is Au 
less than $1.04; an increase of 1 cent per 100 pounds where the first ates, | 
class rate is $1.05 and does not exceed $1.23; and an increase of or cha 
2 cents per 100 pounds where the first class rate exceeds $1.23. The 

Commission states that the increases are allowed solely for the pur- An 
pose of producing increased revenues, and that the question of reason- arrier 
ableness has not been considered. It retains jurisdiction of the le an 
subject matter for the purpose of making such further order or orders Also ai 
as may appear necessary. | ion 7 

In Arkansas, the Commission, after further hearing, by a supple- 
mental order, has excepted from the increases rates on pulpwood and 
heading bolts or stave bolts. 

In South Carolina, the Commission, on the 8rd instant, permitted 
the increases, with the following exceptions: fertilizer and fertilizer 
material, including cotton seed meal; cotton seed hulls; animal and 
poultry feed; cow-peas; velvet beans and velvet bean meal (all of the 
foregoing both carload and less than carload); and agricultural imple- 
ments and parts, both hand and other than hand. The order of the 
aa is effective on February 8, and will expire on March 
31, 1933. 

In Connecticut, carriers have put into effect the increases. In 
age = commission approval is not required of proposed increases 
n rates. 

In Kansas, by an order entered February 5, the increases, without 
any exceptions, were permitted to become effective February 16, 1932, 
on 5 days’ notice. Jurisdiction over the subject matter is retained 
for any necessary further order. The increases expire by limitation 
on March 31, 1933. 

In North Dakota, by an order entered February 4, the increases 
were permitted to become effective March 7, 1932, on 20 days’ notice, 
the same to expire by limitation March 31, 1933. The commissions 
order contains the provision that no increases greater than 6 cents 
per net ton of 2,000 pounds shall be made in the carload rates on 
lignite briquettes. 
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EMERGENCY ICE RATES 


The Commission has authorized the railroads, for whom 
E. B. Boyd is tariff publishing agent, to make emergency ice rates 
applicable to hauls in Iowa, South Dakota, Wisconsin and Min 
nesota, on five days’ notice. (See Traffic World, February 6, 
p. 280.) The rates, unless there is a change in the meantime, 
will expire by limitation on March 31. 


IMPROVEMENT OF WATERWAYS 


An allotment of $30,000 for improvement of the Coquille 
River, Oregon, has been approved by the Secretary of War. 
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Ocean Shipping News 


INTERCOASTAL REGULATION 
The Trafic World Washington Bureau 


Bills embodying majority and minority views of the Ship- 
ing Board as to what should be done about regulating inter- 
astal carriers Were sent to Senator Johnson, of California, 
hursday. The minority bill, which the senator introduced 
hat day, Would give the board power to prescribe minimum 
ates but industrial carriers would not be covered as in the 
najority bill. 

It was stated at the office of the senator that he also would 
ntroduce the majority bill and that there had been confusion 
pout the matter. 

The bills were drafted at the request of the Senate Com- 
nerce committee. (See Traffic World, Feb. 6, p. 298.) A 
ynopsis of the majority bill submitted by the board follows: 


By the proposed act the carriers made subject thereto are common 
arriers engaged in the transportation of passengers or property be- 
ween one state of the United States, and any other state of the 
Inited States via the Panama Canal, and in such proposed act termed 
‘eommon carriers by water in intercoastal commerce.”’ 

Section 2 


This proposed section would prohibit common carriers by water 
mn intercoastal commerce from transporting property: 

(a) Manufactured, mined or produced by any such carrier, or 
by any person directly or indirectly controlling, managing or operat- 
ng such carrier; 

(b) Manufactured, mined or produced under authority of such 
alrier or such person; 

(ec) Owned in whole or in part by such carrier or such person; 

(d) In which any such carrier or person may have any interest 
firect or indirect. 

This prohibition would not be applicable to property necessary 
0a carrier’s business as a common carrier, and would be waived by 
he board in any instances where its operation would deprive com- 
unities.of essential common carrier transportation service. 

Section 3 


Prohibits inauguration or extension of service except pursuant to 
ertificate of the board; and abandonment or decrease of any such 
pervice except after 30 days’ notice, unless a shorter period should 
be permitted by the board. 

Section 4 

Requires common carriers by water in intercoastal commerce to 
le and post actual rates, fares and charges, and forbids departure 
herefrom upon less than 10 days’ notice except by board permission. 

Section 5 


Authorizes board to prescribe and enforce observance of minimum 
ates, fares or charges in any instance where unduly lowerates, fares 
r charges exist. . 

Sections 6 and 7 


Amends Section 18 of the shipping act, 1916, so that common 
arriers by water in intercoastal commerce shall not be required to 
le and post both maximum and actual rates, fares and charges. 
Also amends section 19 of shipping act, 1916, to harmonize with sec- 
ion 7 of the new act. 

Section 8 


Continues in effect all existing provisions of shipping act, 1916, 
applicable to common carriers by water in intercoastal commerce, ex- 
ept as respects paragraphs 2 and 3 of section 18 and section 19. 


OCEAN SHIPPING DEVELOPMENTS 
The Traffic World Washington Bureau 


Prospects for reorganization of the United States Inter- 

oastal Conference and for stabilization of rates in the inter- 
coastal trade appeared brighter following another general meet- 
ung of lines in the trade, at which it was reported that all but 
Wo had signified their willingness to accept the proposed agree- 
ment and that unanimous approval was expected. The stabiliza- 
lon plan would go into effect March 1 and rates both east and 
West bound would be closed after that date. 
The pooling plan of the old conference would not be retained 
Under the new agreement. It is proposed that the lines be 
divided into two, or possibly three, classes with a scale of dif- 
ferentials based on speed and frequency of sailings. All of the 
Seventeen lines engaged in the trade would become members of 
the reorganized conference with the exception of the Isthmian 
and Calmar lines and these, it is understood, would file an agree- 
Ment with the Shipping Board pledging themselves to observe 
conference rates, rules, and regulations. 

__Itis understood that the reorganized conference will operats 
with a Secretary and a rate committee which will pass on all 
ga of revision of rates or charges of violation of rates, 
neg or regulations. The committee is to be a representative 
» » 80 that there can be no ground for charges of bias or favorit- 

m. This is expected to work out better than the former pooling 




















plan which was a source of frequent differences of opinion among 
the participating lines. 

The lines to be included in the conference under the new 
plan, provided that all accept the new agreement, are: Panama 
Pacific, Dollar, Panama Mail, American-Hawaiian, Luckenbach, 
Arrow, Argonaut, McCormick, Nelson, Quaker, Williams, Shepard, 
Ford, Union Sulphur, Weyerhauser. 

The lumber rate, which has been a bone of contention at 
various times in the last two years, has been stabilized at $9.50 
a thousand feet for February and $10 for March. 

The improvement in the full cargo freight markets which 
began recently has been continued in the last week and owners 
are much more hopeful than they have been for some months. 
Paradoxically, grain, which is ordinarily considered the index 
of the market, has continued disappointing, but the list of 
fixtures in other trades is long, though rates have registered 
no startling advances. 

Two grain cargoes were reported, both of them abroad, 
both for February and both from the Gulf to Greece. One was 
accomplished on the basis of 13%c for a 7,000-ton steamer and 
the other, 34,000 quarters, was done at 2s 74%d. Cargo rates 
from Montreal to Antwerp-Rotterdam for May are quoted on 
the basis of 814c, with no business offering and no sign of any 
in sight. The first berth business for the opening of naviga- 
tion on the St. Lawrence has been reported but nothing for 
full cargoes. 

Activity in the West Indies time charter market continued 
apace with a long list of charters reported, as well as a few 
in the North Pacific, Eastern and East Coast of South America 
trades. 

Sugar carriers in the transatlantic trade also had their 
share of the improved activity. Six fixtures were reported, five 
of them from Santo Domingo to the United Kingdom-Continent 
and one from Cuba, at rates varying from 13s 6d to 15s, some 
for February and some for March loading. 

Other trades registering improvement were the tankers 
division and the nitrate trade to the Continent. 

After a period of considerable activity in the full cargo 
grain trade, business is once more dull on the Pacific Coast. 
The freight market letter of the General Steamship Corpora- 
tion reports January as disappointing, with the features of the 
month the charter of a Diesel ship for two years at a new low 
rate of 85 cents a deadweight. No further grain business to 
China was noted, though one or two inquiries developed and 
only one of two fixtures to the United Kingdom-Continent were 
accomplished, these at rates lower than those paid during the 
previous month. 

Pointing out what it regards as the value of uniformity of 
essential documents in the carrying on of foreign commerce, 
the Chamber of Commerce of the State of New York has, by 
resolution, unanimously reiterated its demand for immediate 
legislation by Congress “that will make effective the interna- 
tional code for the carriage of goods by sea commonly called 
the Hague Rules with the amendments noted in the bills.” 

The resolution singles out the bill of lading, holding that it 
is vague, and particularly finds the form used in the United 
States lacking. Need is seen for clarifying and simplifying the 
document. 

The Chamber also adopted resolutions calling for legisla- 
tion for the creation of foreign trade zones, opposing the regu- 
lation of carriers by water as proposed in the Johnson shipping 
bill, which has been sent back to Senate committee. 

The prolonged labor controversy between the Grace Line 
and the 200 union stevedores and checkers employed on the 
company’s Brooklyn pier at Hamilton Avenue was settled Feb- 
ruary 8 to the satisfaction of the men. They received assur- 
ances that their demands for the continuance of the union wage 
scale of 85 cents an hour and $1.20 overtime had been agreed 
to and returned to work. 

Though Daulton Mann, executive vice-president of the Grace 
Line, intimated that a conference would be held around April 1, 
at which a general wage reduction would be discussed with the 
International Longshoremen’s Association, Joseph P. Ryan, 
president of the union, denied that any such conference would 
be held. He added that the present wage scale would continue 
until September 30 next, when the present agreement with the 
steamship companies expires. 

Representatives of the creditors’ committee of the Dimon 
Steamship Corporation discussed their plans for adjustment of 
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the finances of the company at a conference with members of 
the Shipping Board in Washington last week and it is under- 
stood that the board will grant an extension on the notes now 
falling due on two vessels of the fleet pending the submis- 
sion to it of final plans for liquidation of claims. Practically 
all the creditors have given powers of attorney and assign- 
ments of claims to the creditors’ committee and the final plan is 
expected to be worked out shortly. 

The principal lines in the Far East service have indicated 
that there had been no interruption of regular services by 
disturbed conditions. Plans for sending vessels into Shanghai 
have not been modified. The only symptom of apprehension was 
seen in the advance of marine insurance rates. The rates to 
Chinese ports now range from one-eighth of 1 per cent to 1% 
per cent, depending on the destination. The highest rate, 1% 
per cent, is quoted on Shanghai. The rates are on a ware- 
house to warehouse basis, not to extend more than fifteen days 
after arrival at Shanghai. The Hong Kong rate is one-half of 
1 per cent, while that to Japanese ports is only one-quarter of 
1 per cent. 


INTERCOASTAL RATE AGREEMENT 

Officials of the Shipping Board were somewhat mystified 
this week as the result of receipt of protests from H. F, Gittings, 
Jr., of San Francisco, Calif., on behalf of Pacific coast manu- 
facturers and jobbers, and other California interests, as to 
what was said to be paragraph 5 of a proposed agreement de- 
signed to end the intracoastal rate war. The officials said they 
had received nothing from the intercoastal steamship lines and 
did not have before them matter of the nature indicated in 
the protests. The protestants said the proposed agreement 
included a provision for any quantity rates on cotton piece 
goods, drugs, cotton clothing, etc., with elimination of any 
spread between carload rates and less-than-carload rates; that 
the any quantity rates were opposed to the interests of the Pa- 
cific coast jobbers and manufacturers because the proposed rate 
basis gave the same rate for one pound as ten thousand pounds, 
and that there also would be discrimination in favor of commod- 
ities where spread between carload and less-than-carload rates 
was maintained. Protests also were sent to members of 
Congress. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 





1789—Gulf Pacific Line with Aluminum Line: Agreement covers 
arrangement for through movement of shipments of all cargo, except 
lumber, from Pacific Coast ports of loading of Gulf Pacific Line to 
ports of discharge of Aluminum Line in the West Indies and South 
America with transshipment at New Orleans. Through rates are to 
be set forth in conference tariff of direct lines or in Gulf Eastbound 
Outport Rate Advice No. 7, copies of which have been furnished 
the Bureau of Regulation. 

18083—Panama Pacific Line with Gdynia-America Line: Agree- 
ment covers through billing arrangement covering shipments of dried 
fruits, beans and canned goods from United States Pacific Coast 
loading ports of Panama Pacific Line to Gdynia, Poland, with trans- 
shipment at New York. Through rates are to be based on direct 
line rates, each carrier-to assume one-half the cost of transshipment 
at New York. 

1794—-Luckenbach Gulf Steamship Company, Inc., with Aluminum 
Line: Agreement covers arrangement for through movement of 
shipments from Pacific Coast ports of call of Luckenbach Gulf Steam- 
ship Company to South American and Caribbean Sea ports specified 
in exception sheet attached to and forming part of the agreement. 
Through rates are to be the same as direct line conference rates, the 
cost of transshipment at New Orleans to be apportioned between the 
lines. . By the provisions of exception sheet the agreement is not to 
apply to lumber and charges in addition to the through rates to 
cover tonnage dues, wharfage charges, etc., at ports of destination 
are to accrue to the Aluminum Line. 

1817—Dollar Steamship Lines, Inc., Ltd., with Panama Mail 
Steamship Company and United Fruit Company: Memorandum of 
agreement between Dollar Steamship Lines, Inc., Ltd., on the one 
hand, and Panama Mail Steamship Company and United Fruit Com- 
pany, on the other hand, whereby Dollar Steamship Lines agree to 
observe the rates, rules and regulations in respect to transportation 
of cargo between Pacific Coast ports and Havana that have been 
established by the Panama Mail Steamship Company and the United 
Fruit Company. The agreement may be terminated upon three months’ 
written notice by any of the parties. 

1819—Bull Insular Line, Inc., with Furness Red Cross Line: Ar- 
rangement for through shipments of fish from Halifax, Nova Scotia, 
to Puerto Rico, with transshipment at New York. Through rates are 
to be as set forth in the agreement, each carrier to absorb one-half 
of the cost of transfer at New York. 

1831—Cosulich Line, Lloyd Sabaudo and Navigazione Generale 
Italiana: Prior to July 1, 1931, the parties to this agreement coop- 
erated in the maintenance of agreed passenger fares, apportionment 
of sailings and pooling of earnings in connection with transportation 
of passengers between Italian ports, Patras, Lisbon, Gibraltar, Alge- 
ciras, Villefranche and Marseilles, on the one hand, and the United 
States, on the other hand, and eastbound from the United States to 
the Azores, under an agreement (Conference Agreement No. 113) 
approved by the board September 13, 1928, which agreement by its 
terms expired on June 30, 1931. The parties to this earlier agreement, 
a copy of which is attached to the instant agreement, now propose 
to apportion earnings on paemgsenger traffic between the ports covered 
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by said earlier agreement for the period from July 1 to Decembe 
1931, both inclusive, upon the same basis and subject to the same, 
ditions as provided for in the previous agreement. By the terms | 
the earlier agreement, under which it is proposed to pool the ear), 
from July 1 to December 31, 1931, the net revenue was to be 
and apportioned between the lines on the basis of nineteen roung.; 
sailings per annum by the vessels of each line in accordance fe 
percentage tables (Annex 1 and Annex 2) attached to and made a, 
of that agreement. Net revenue was to be determined by dedyg 
from the gross revenue a prescribed amount designated “carry 
money’”’ to be made up of an amount based on the pro rata exp, 
of producing the business (including commissions, brokerage , 
office overhead), cost of maintenance of passengers at point of » 
barkation and on board, forwarding, embarkment, transshipment » 
landing expenses. Net revenue from sailings in excess of the , 
scribed minimum were to be pooled, but such excess sailings dig » 
entitle the party performing same to an increased share in the yl 
nor was any party to the agreement to receive an amount in exp 
of the maximum earning capacity of its respective vessels. Althow 
the agreement submitted proposes pooling of earnings for a » 
period it does not seek retroactive approval of any past transactigy 
but relates only to a proposed apportionment of earnings whjs 
accrued during the past period; any action under this agreement; 
be taken only after approval by the board. 

1832—Dixie U. K. Line with Harrison Line and Frederick Leyla 
& Company, Ltd. (Leyland Line): Agreement for apportionment , 
sailings from the Sabine District to Liverpool and Manchester yp 
the basis of alternate monthly sailings by Dixie U. K. Line, on 
one hand, and by Harrison Line and Leyland Line jointly, on 4 
other hand. In the event that cargo offerings justify berthing my 
than one steamer per month the carrier whose turn it is to sup 
the sailing during the particular month may load additional steam 
provided such loading is completed within the month. Any party y 
the agreement may withdraw upon sixty days’ notice. ; 
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623-1—Elder Dempster & Co., Ltd., with Luckenbach Steams} 7 
Company, Inc.: Agreement modifies an agreement covering throug! of se 
shipments of cocoa beans from West African ports to United Stat out t! 
Pacific Coast ports with transshipment at New York, which was g : 
proved by the board April 17, 1928. Ing 

1565-1—Elder Dempster & Co., Ltd., with Shepard Steamship Conf TYTE! 
pany: Agreement modifies an agreement in respect to through ship total 
ments of cocoa beans from West African ports to United States Paci ith 
ports via New York, which was approved by the board June 3, 1931, wa 

In each instance the modification changes the through rate rm With 
corded in the agreement on file from 8U shillings per ton to ij recor 
shillings per ton, the stated purpose of the change being to cov ( 
the expense in connection with transshipment of the cargo. 

672-1—Pacific-Java-Bengal Line with Kingsley Navigation Con and | 
pany, Ltd., McCormick Steamship Company, Nelson Steamship Com betw 
pany and Pacific Steamship Company: The agreement modifies ; tons 
agreement between Java Pacific Line and Kingsley Navigation Com: 
pany, McCormick Steamship Company, Nelson Steamship Compatj tons, 
and Pacific Steamship Company which was approved by the boarj tan, 
November 8, 1928. It provides for movement of shipments on throug tons 
bills of lading between United States Pacific Coast ports, other tha 9 : 
Java Pacific Line’s loading ports, and Oriental ports with transship 596 
ment at San Francisco. The modification records the Pacific-Jave- for « 
Bengal Line as a participating carrier in this agreement as thi whic 
successor of the Java Pacific Line. ’ 

Agreement Cancelled gros 

919-C—Bull Insular Line, Inc., with Ellerman & Bucknall Steam Hi mot, 
ship Company, Ltd.: Approved cancellation of agreement approvel | 
by the board June 25, 1929, which provided for through movement ¢ gros: 
shipments of onions from Alexandria, Egypt, to Puerto Rican port per 
with transShipment at New York. and 
U. S. VS. FOREIGN SHIPPING at 

Senator White, of Maine, and Representative Davis, 0 en 
Tennessee, chairman of the House committee on merchall othe 
marine and fisheries, have introduced identical bills (S. dill 
and S. 3502 and H. R. 8874 and H. R. 8875) to amend ty 4. 
shipping laws so as to prohibit so-called “nowhere” voyasem® 1. 
by foreign passenger vessels from and to American ports ant gros 
so as to define “fighting ships” so as to forbid foreign-flag ships om 
entering into a trade to drive American vessels out. S. 3il! ‘inn 
and H. R. 8875 relate to the “nowhere” voyages. They a onl 


designed, for one thing, to stop the practice of foreign line roe 
coming to American ports, taking passengers for a ride on the laut 
ocean, and returning to American ports. S. 3501 and H. R. 88/7 oo 
relate to “fighting ships” and amend provisions of the merchall 
marine act defining “fighting ships.” 

S. 3502 and H. R. 8875 provide that no foreign vessel shal 
transport passengers between ports or places in the United 
States or its possessions, now or hereafter embraced withi m3 
the coastwise laws, either directly or by way of a foreign pot of 
or for any part of such transportation, nor on a continuoll the 
voyage terminating at the port of departure or at any othe tior 
port in the United States or its aforesaid possessions, notwith ma: 
standing that said vessel] enters or touches any foreign port # rele 
such voyage, under a penalty of $200 for each passenger * Sus 
transported and landed. od ma 

Chairman Davis said the bills were intended to probibi i in 
voyages of foreign vessels from a United States port to a Unitel tior 
States port, the vessels not touching at a foreign port. He said tha 
that was a violation, in spirit at least, of the U. S. coastwise pur 
laws which close the coastwise trade to foreign ships. He said 
the other objective was to prevent the cruises of foreign-f# tra 
ships from such ports as New York to Havana, Cuba, San Jui) tra 
Porto Rico, with a stop, say, at Miami, Fla., and thence baci 801 
to New York. He said such a voyage was in fact in the cost @ Ar 
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rjge trade of the United States but that as the law now stood, 
ne foreign lines claimed they were not violating the coastwise 


w genator White also has introduced S. 3516, a bill to prevent 
jiscriminations against American ships and ports. 

The House committee on merchant marine, radio and 
ssheries, February 8, after a hearing on H. R. 8874 and 8875, 
srdered the bills reported, H. R. 8874, the “fighting ship” bill 
yithout amendment, and H. R. 8875, the “nowhere” cruise bill, 
rith an amendment designed to prevent the measure from 















the pammapplying to round-the-world cruises or Mediterranean cruises. 
did mE The principal statement in support of the measures was made 
he po by Franklin D. Mooney, of the Agwi Lines. Commissioner 
uth Smith, of the Shipping Board, appeared in support of the meas- 
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ures. He suggested an amendment to the “fighting ship” bill 
so that American as well as foreign vessels could be dealt with 
if they put in “fighting ships” to produce “unwarranted and 
excessive competition” in a particular trade. Andrew Furuseth, 
of the seamen’s union, and other representatives of seamen, 
appeared in support of the bills. Joseph Mayper, of the trans- 
Atlantic passenger conference, pointed out that H. R. 8875 would 
prevent world cruises or Mediterranean cruises by foreign 
vessels from American ports. The amendment adopted was 
designed to meet that situation. 


VESSELS LAUNCHED IN 1931 


There was a decrease of 1,272,357 gross tons in the volume 
of seagoing vessels of 100 gross tons or over launched through- 
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Stal out the world in 1931, compared with the previous year, accord- 
vas ap 


ing to information made public by Commissioner Arthur J. 
> Conf Tyrer of the Commerce Department’s bureau of navigation. The 
h shim total launched was 596 vessels of 1,617,115 gross tons, compared 
fie with 1,084 vessels of 2,889,472 gross tons in the previous year. 
ate pf With the exception of 1915, the war year, this is the lowest 
1 to Ml record since 1909. 

do: Of the 596 vessels launched in 1931, 24 were between 4,000 
Conf and 6,000 gross tons, 89 between 6,000 and 10,000 gross tons, 12 
) Conf between 10,000 and 15,000 gross tons, and 14 over 15,000 gross 
ms tons each. The following are the largest: Rex, 50,100 gross 
mpaufae tons, Italy; Conte di Savoia, 46,000 gross tons, Italy; Manhat- 
boarifi™ tan, 30,000 gross tons, United States; Champlain, 28,912 gross 
—_ tons, France; Georgic, 27,000 gross tons, Great Britain. Of these 
isshipfme 096 Vessels, 85 vessels of 1,000 gross tons and over were built 
-Javif™ for carrying oil in bulk and totaled 642,507 gross tons, 73 of 
as (MA which were motor ships totaling 553,136 gross tons. 

The motor tonnage for 1931 exceeds by more than 237,000 
gross tons the world’s output of steam tonnage in 1930, the 
motor tonnage exceeded the steam tonnage by more than 330,000 
gross tons; in 1929 the motor tonnage launched equalled 84.4 
per cent of the steam tonnage; in 1928 it was 80.1 per cent, 
and in 1927, 62.8 per cent. 

The largest American vessels launched were the. Manhattan, 
a turbine vessel of 30,000 gross tons; the President Coolidge, a 
turbo-electric vessel of 21,936 gross tons; the Mariposa and the 
Monterey, turbine vessels of 18,000 gross tons each, and six 
other vessels of between 8,000 and 10,000 gross tons. 

Thirteen turbine steam vessels of a total gross tonnage of 
145,234 were launched in 1931, including the vessels named 
above. This total comprises altogether five vessels of 51,936 
gross tons in which electric drive is employed, while internal 
combustion engine tonnage amounted to 48,424 gross tons, in- 
clusive of 4 motorships of between 8,000 and 10,000 gross tons 
and 2 small Diesel-electric vessels of 841 gross tons. Five oil 
tankers of 1,000 gross tons and over, totaling 37,561 tons, were 
launched. Fourteen steamers of 147,279 gross tons were 
launched which were fitted for burning oil fuel. 





shall FEDERAL AID FOR SEATRAIN 


Seatrain Lines, Inc., according to a letter sent by Hardin 

B. Arledge, representing the company, to Representative Montet, 
of Louisiana, would welcome a congressional investigation of 
the the federal aid accorded the company through ship construc- 
tion loans and mail contracts. The letter was in reply to re- 
marks made by Mr. Montet in the House of Representatives 
relative to the transactions. (See Traffic World, Feb. 6, p. 300.) 
Suggestion ig made by Mr. Arledge that the investigation he 
made by the committee on merchant marine, radio and fisheries 


~ i the course of its merchant marine inquiry. The investiga- 
ai tion will be most welcome, according to the letter, “in order 
ise that the real facts may be brought out and the character and 
ail Purpose of the opposition may also be brought out.” 

WH tray 2icious and vicious attacks have been made on the Sea- 
33, N project, involving operation of vessels carrying freight 


trains between New Orleans and Havana, Cuba, inspired by 


ach Some of the competitors of the Seatrain lines, according to Mr. 
ast Arledge. 


He says the principal opposition has come from a 
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representative of the Florida East Coast Car Ferry Company, 
the New Orleans Dock Board, the United Fruit Company, and 
the Munson Steamship Line. 

“All attacks against this project have been inspired by 
certain competitors of the Seatrain Lines and an impartial in- 
vestigation, which is most welcome to us, will establish that 
every action taken by the government in this case has been 
legal, proper and in the interest of the American merchant 
marine,” said Mr. Arledge in his letter. 


GULF-ATLANTIC SHIP CANAL 


Announcement of the organization of a Jacksonville (Fla.) 
Canal Board, to hasten completion of the proposed Gulf-Atlantic 
Ship Canal across Florida, was made by Colonel Sumter L. 
Lowry, Jr., president of the Jacksonville Chamber of Commerce, 
at a luncheon February 9, in Jacksonville, attended by some 500 
representatives of the ‘business interests, arranged by the 
Chamber of Commerce, in conjunction with the Jacksonville 
Rotary Club, as a celebration of federal authorization of a physi- 
cal survey of the proposed route of the canal. 

In addition to Colonel Lowry, the meeting was addressed by 
Walter F. Coachman, Jr., chairman of the rivers and harbor 
committee of the Chamber of Commerce; Colonel Robert Isham 
Randolph, president of the Mississippi Valley Association, Chi- 
cago, and Roy Miller, vice-president of the Intra-Coastal Canal 
Association of Louisiana and Texas, Houston, Tex. Colonel Ran- 
dolph and Mr. Miller addressed the meeting by long-distance 
telephone and a loud speaker hook-up. 

A glowing picture of revivified trade, through operation of 
the canal, was painted by the speakers. Benefits would accrue 
to the entire territory east of the Rocky Mountains, it was as- 
serted, through shortening of the water route to and from the 
Gulf ports approximately 1,000 miles. Construction of the canal 
was described as an essential link in the intra-coastal canal 
system being furthered by the federal government. 


GALVESTON COTTON EXPORTS 


Galveston enjoyed an increase in cotton exports of 377,329 
bales in 1931 in comparison with the previous year, exports for 
1931 being 1,541,909. The only other export items in which 
increases were registered were cottonseed meal, 8,750 tons, and 
rice, 3,850 tons. 

Cotton exports in January amounted to 298,096 bales, more 
than double the exports for January, 1930. The first week in 
February proved to be the heaviest since beginning of the sea- 
son, August 1, 174,179 bales being exported. 

Grain exports in January were 721,000 bushels, against 20,000 
bushels the same month a year ago. Sulphur exports were 
19,544 tons, almost double figures for January, 1930, 10,784 tons. 
Rice exports, 2,855 tons, were four times greater than for the 
same month the previous year. Flour exports declined 2,000 
tons. 


NEW ORLEANS ASSOCIATION OF COMMERCE 


Disapproval of the Johnson bill, which would place inland 
water carriers and intracoastal water carriers under the super- 
vision of the U. S. Shipping Board, has been voiced by the 
New Orleans Association of Commerce. It endorsed the recom- 
mendation of the Middle West Foreign Trade and Merchant 
Marine Conference, asking the Interstate Commerce Commis- 
sion to suspend and investigate docket No. 2040 regarding export 
and import rates to and from. South Atlantic and Gulf ports 
with points in Central Freight Association territory. 


LINEN COMPLAINT DISMISSED 


The Shipping Board, at the request of the complainant, has 
dismissed No. 75, Lesem Bach & Co. vs. International Mercantile 
Marine Co. and Red Star Line (Societe Anonyme de Navigation 
Belge-Americaine), the parties having composed their differ- 
ences. The complaint alleged that the respondents charged the 
complaining firm a rate of $15 a cubic meter on “linen tissues 
and crashes” from Antwerp to New York in 1929 and 1930, while 
contemporaneously maintaining a rate of $10 a thousand kilos 
on “oyster linen.” The Shipping Board, in its report dismissing 
the complaint, said that the differences in rates upon which the 
allegations of the complaint were predicated, had been removed. 


TIDEWATER COAL SURCHARGE 


The Commission has authorized Frank Van Ummersen, tariff 
agent for the New England carriers, and W. S. Curlett, agent 
for Trunk Line carriers, on one day’s notice to put into effect 
an arrangement whereby there will be only one emergency sur- 
charge of 6 cents a ton on coal moving from the southern 
bituminous fields to New England via rail, and unregulated wa- 
ter carriers. The matter of dealing with the possibility of two 
surcharges being made on such coal was left by the Commission, 
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in its report in the Fifteen Per Cent Case, 1931, to be dealt 
with by the carriers and shippers. 

As a result of conferences among the carriers at points of 
origin and destination and shippers the carriers agreed that 
the emergency surcharge should be collected by the delivering 
carrier at the transshipping point provided that the shippers 
would furnish the delivering carrier with data showing the re- 
ceipt of coal offered for transshipment from a vessel that had 
received it from a railroad at point of origin. In addition the 
tariff to be filed under this authority authorizes the delivering 
carrier to require an affidavit from the shipper in support of 
data submitted. In addition the tariff requires the shipper to 
permit inspection of its records by the delivering carrier. 


SOUTHERN EXPORT-IMPORT RATES 


Senator Trammell, of Florida, has had placed in the Con- 
gressional Record of February 5 resolutions adopted at the 
eleventh annual middle west foreign trade and merchant marine 
conference at Louisville, Ky. They were sent to him by the 
New Orleans Association of Commerce after the directors of 
that association had approved them upon recommendation of 
its foreign trade bureau. 

The meeting at Louisville did not like the outcome of the 
Commission’s decision in Fourth Section Application No. 2040 
et al., export and import rates to and from south Atlantic and 
Gulf ports, 169 I. C. C. 13. One outcome of that case was a 
threat by some central freight association lines to withdraw 
their concurrence in rates that might be proposed under the 
restrictions laid down by the Commission, which it was con- 
strained to insert on account of the reasonably compensatory 
and other provisions of the fourth section. The conference 
called the restrictive clauses ‘“minimum-rate provisions” of that 
part of the fourth section. 

The conference went on record as vigorously opposing the 
minimum-rate provisions of section 4, specifically as applied to 
export and import traffic, as hindering export and import through 
the south Atlantic and Gulf ports. It sent its resolutions to 
senators and representatives representing central freight asso- 
ciation, middle western, south Atlantic and Gulf states with a 
request that they sponsor and obtain the enactment of legisla- 
tion exempting export and import traffic from the fourth section. 
It also directed the Middle West Foreign Trade Committee to 
obtain suspension of any proposed cancellation by central freight 
association lines of participation in export and import rates via 
south Atlantic and Gulf ports which were lower than concurrent 
domestic rates. 

Rates in accordance with the Commission’s findings in the 
fourth section case mentioned are to be made effective March 38. 


PANAMA CANAL TRAFFIC 


Vessels of 21 nationalities made up the commercial traffic 
through the Panama Canal in 1931, according to the Panama 
Canal Record. Forty-four and one-tenth per cent of the total 
transits were vessels of the United States and 23.7 per cent 
were of British registry, these two nationalities making up 67.8 
per cent of the total transits for the year. In order of net ton- 
nage (Panama Cana] measurement) the ten leading nationali- 
ties were United States, British, Norwegian, German, Japanese, 
Danish, Dutch, French, Swedish and Italian. The transits by 
U. S. vessels totaled 2,191, and by British, 1,176. 


TRANSMARINE AIR SERVICE 


According to an announcement by R. C. Marshall, president 
of Thompson Aeronautical Corporation, operating Transamer- 
ican Airlines Corporation, the company is continuing with plans 
for a proposed 4,369-mile route between America and Europe, 
by way of Greenland and Iceland. Two survey expeditions were 
conducted in 1931. Detroit, Mich., and Copenhagen, Denmark, 
are the terminals of the proposed route. 

Downtown Cleveland-Detroit amphibian service of the com- 
pany, suspended for the winter, will be resumed April 1, accord- 
ing to the announcement. It is stated that for the first time 
in the five years of operations of the company, a net profit was 
shown in 1931. 


AIR EXPRESS 


Artificial eyebrows (8,000 of them), silk worms, serum, 
orchids and perfume—these are a few of the products that 
have traveled by air as a result of reductions in air express 
rates fifty to eighty per cent, according to a check made by 
United Air Lines on its coast-to-coast route. In the four years 
of air express, thousands of shipments of a wide variety have 
been expedited by air, with the majority of. the shipments being 
of an emergency nature. A check of the air express traffic in 
recent days shows that it includes important documents, bank- 
ing paper being hurried across the country to save interest 
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charges, radio parts, electrical devices, castings and even Ih 
pound machine parts, news films, samples and fancy mere} 
dise. Regulations have been changed so that a package weig 
ing as much as 200 pounds, with a maximum value of $5 ,y 
may be carried by air. q 



















RAIL-PLANE SERVICE 


United Air Lines and the Big Four have begun a compbjp, 
tion rail-plane service linking Cincinnati, Indianapolis, Lafayetts 
and other points to the Chicago plane service. Under 4 
schedules passengers can leave Cincinnati by train at tep ; 
the morning, Indianapolis at twelve noon and take a United 
Air Line’s plane at Chicago at 4:30 p. m., arriving op the 
Pacific coast the following morning. 































AIR SERVICE FROM CHICAGO 


There is now direct air mail service from Chicago to jj 
cities in forty-two states and direct or connecting passenge 
plane service to 194 cities, according to a compilation by Unity 
Air Lines. There are now only six states not linked by 
mail to Chicago. These states are small in area and close 4 
the large Atlantic coast airports, such as Boston, New Yor 
Philadelphia, and Washington, where little or no delay is exp 
rienced in trans-shipping the mails from plane to trains, it 4 
stated. Because of the rapid expansion of the air mai] ne 
work there are few points in the United States that cannot 
reached by direct air mail or rail-plane service in a day a 
less, it is pointed out. 











































AIR-BUS EXPRESS TARIFF 


Joint air-bus express tariff No. 1 has been issued by Tram 
continental and Western Air, Inc., and numerous operating 
subsidiaries of the Greyhound Corporation, in which the Pem 
sylvania Railroad has a substantial interest. Some 171 citia 
within a zone of approximately two hundred miles on eithy 
side of the transcontinental route of the air line are tied ir 
to the joint transportation system for express shipments by the 
new tariff, which took effect January 8. Rates are based o 
a three-zone division of the country, with charges assessed o 
a weight or volume basis, whichever gives the greater charge, 
Messenger service of the Postal Telegraph Company is used, 
under certain conditions, to speed the transfer of shipments 
between bus and air terminals, and to pick up and deliver ship 
ments. Rates within a single zone are at the rate of $1.45 for 
the first pound, or unit of 200 cubic inches, and $.75 for each 
additional pound, for shipments of less than five pounds. Some 
what higher rates are charged for shipments from one zon 
to an adjacent zone, and a still higher basis applying betwee 
zones 1 and 3, which are separated by zone 2. A charge of two 
dollars, subject to zone rates, is made for reconsignment il 
transit. 








































































































































DEPRECIATION ACCOUNTING 


The railroads of the country, by their presidents’ conferenct i stat 
committee on federal valuation of the railroads, have asked 
the Commission to postpone, for at least one year, the effectiv¢ HD sey, 
dates of its order in No. 15100, depreciation charges of steam pub 
railroad companies. The order requires the carriers, not late iy j. 
than September 1, to file with the Commission estimates (i moy 
percentage depreciation rates to the ledger values described thre 
in the report and directs the railroads, on January 1, 1933, og {* 
institute depreciation accounting. fav 

According to the petition, the order makes a radical chang tun 
in present methods of accounting, the results of which, in the “ss 
matter of operating expenses and net income are not know! mis 
The railroads say that the order was issued at a time, as well pra 
known to the Commission, when they were in the midst of — 
severe and unusual financial depression requiring their "He yw, 
divided attention. They further declare that they have not rea 
been able to give adequate consideration to the probable ve 
sults of the enforcement of the order. Nor have they, accort the 
ing to the petition, formulated any policy or reached al! sitt 
agreement among themselves on a position regarding the ordet 
or its validity, nor have they held any meeting for any such ~ 
purpose. The information necessary to make the order effec: oa 
tice, the railroads declare, is not now available and cannot be a 
made available prior to the proposed effective dates, if thet, H 
save by at once substantially increasing their operating & ais 
penses. Such an increase, by reason of their present finane but 
condition, well known and understood by the Commission, th vie 
railroads allege, should not be required of them at this time. of 
The railroads further declare that no agreement has heel se 
reached in the conferences between themselves and represenls | 
tives of the Commission about the meaning of the terms prop 
erty unity” and “ledger value” as used by the Commissi 
in its order, 
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>OmMbin; 
aye The Traffic World Washington Bureau 
tel R. C. Fulbright, chairman of the legislative committee of 
Unit he National Industrial Traffic League, February 5, appealed to 
on th he Senate interstate commerce committee in the hearing on 
ne Couzens motor vehicle regulation bill to take out the provi- 
sions therein relating to regulation of trucks and to confine the 
measure to busses. 
There should be further study of the truck operations be- 
(0 1WErore legislation was attempted, said he, and he recommended 
SSelgeihat Congress direct that the facts be obtained by the Bureau 
United nf Public Roads of the Department of Agriculture rather than 
by he Commission. 


In beginning his testimony, Mr. Fulbright read the follow- 
ng statement: 


The National Industrial Traffic League is not opposed to Federal 
egulation of rates and service of interstate transportation of persons 
n common carrier omnibus service. Our organization is primarily 
nteested in the transportation of property and has not gone into the 
subject of regulation of highway transportation of persons to such an 
extent that an affirmative position should be taken upon the matter 
either for or against any particular bill. 

The League commends the efforts that have been made by some 
of the railroads of the country to coordinate rail and highway trans- 
portation service and is of opinion that some Federal legislation 
should be enacted which will better enable the railroads to carry out 
such programs. Accordingly we recommend: 

“That the interstate commerce act be amended to permit rail 


S, it is 
ail net 
not be 
day o 


Trans 
erating 


: Pent: arriers to make joint rates with passenger or freight motor vehicle 
| <Citieg lines and place such motor vehicle lines under the jurisdiction of the 
citheymcommission to the extent that the two classes of transportation make 
Pe oint rates, that is to say, substantially to the same extent that water 
tied itM@lines are now subject to the act where they publish and file with the 
by thif-Commission joint rates with rail lines; in like manner rail, water 
sed on and motor vehicle lines should be permitted to file through joint rates 


and be subject to like jurisdiction.”’ 

In line with such policy of coordination the League is of opinion 
that the railroads should be permitted to operate lines of motor trucks 
for hire but that such operations should be conducted by subsidiary 
or separate companies and the accounts thereof should not be carried 
into the accounts of railroad operations proper. We would look with 
disfavor upon any law which would permit railroads to pass the 
burden of unprofitable motor truck operations to shippers by railroad 
by including such losses as a part of the expense of railroad operations. 

The league believes that the problems of regulating highway 
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; used, 
yments 
r ship 
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Some truck transportation are essentially different and involve numerous 
. sone practical difficulties not inherent in the question of regulating high- 
: way bus transportation. The league is of the opinion that under pres- 
tweell ent conditions there should be no federal legislation undertaking 
of two to regulate the rates and charges of interstate motor truck operators 


nor requiring that certificates of public necessity or permits be 
obtained betore operators are permitted to transport freight by 
motor truck for hire either as contract or common earriers. 

The league favors regulation reasonably adapted to the assurance 
of public safety and security and proper protection of the highways 
but is of opinion that these subjects are properly a part of the police 
powers of the several states both as they affect intrastate and inter- 


ant in 


rence state operators, and we are opposed to having the federal government 
asked at this time undertake to usurp such functions. 
active The league favors the development of unified codes among the 


several states to govern the operations of motor carriers upon the 


steam = highways and commends the efforts that are now being made 
later de ring about uniform regulations and better enforcement thereof. We 
es of oe believe the federal government should interfere in such 
ribed ME the ement unless it should be found that there is no hope of securing 
: ough state action adequate protection of the public from the 


33. to — of interstate highway carriers. If any federal legislation 
lear Goch ne pogo the —, to —_ such problems we would 

- a 1e present time in order to give the - 
lange tunity to deal with the subject. ” eae 


n the The provisions of Senate bill N i 
' on : o. 2793 would impose an enormous 
10W1. — of administrative duties upon the Interstate Commerce Com- 
well morta at is already over-worked, and would clothe that body with 
ally absolute power over the operations of contract and common 


of 4 carriers by motor truck. We do n i i 
- y " ot believe that it is necessar 

* Ul We tan, proper, to take such extreme steps at the present on 
not seaeunees regulation which would protect the shipping public as far as 
9 Tt ions thie’ can be done against irresponsible carriers, but we be- 
oa and by - can best be accomplished by state laws and regulations 
cor that th eciprocity or comity arrangements between the states and 
any situation Proposed bill will not as a practical matter improve such 
yrder ’ 

~ ao Fulbright explained that individual members of the 
, no were free to express views divergent from those ex- 
+ canes ee behalf of the League but that the statement present 
: Hes the views of the majority of the League members. 
~ differen: the Chicago Association of Commerce had taken a 
r et om ie here the last annual meeting of the League 

€ had just received a telegr r ; 
Per vico-reai telegram from J. P. Haynes, 


— xg dent and general manager of the association, to the 
at it concurred in the action of the League with respect 
inte: 0 regulation of motor trucks. 

oP de Yd. Paulson, vice-president of the Lehigh Portland Cement 
si » Wired the committee that as a member of the National 
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Industrial Traffic League he wished to express individual views 
in relation to S. 2793, the Couzens Dill, as follows: 


The truck has established itself as an independent means of trans- 
portation. Industry is forced to recognize it as a factor of distribution. 
The requirements of the interstate commerce act insure equality of 
treatment as between competing industries shipping by rail. How- 
ever, there is no such security as between a shipper by rail on the 
one hand and a shipper by highway on the other, or as between two 
shippers by highway. Stability of industry requires that all means 
of transportation for hire be open to all on the same terms and that 
service once established be maintained as long as there is sufficient 
demand therefor. To accomplish the foregoing principles embodies 
in Senate bill 2793 should be adopted. 


Mr. Fulbright read to the committee the statement of 
principles with respect to highway transportation and rail 
transportation adopted at the last annual meeting of the 
League. 

Discussion arose as to whether busses and trucks were 
paying for their use of the highways. Mr. Fulbright contended 
that the busses and trucks were paying for the use of the 
highways through license and gasoline taxes. 

Senator Dill, of Washington, said the highways were being 
supported by all the users thereof and that he saw no reason 
why the busses and trucks should not pay something for 
using the highways in the way of a mileage tax. Mr. Fulbright 
said they were paying such a tax now in gasoline taxes. 
Senator Dill made a remark about the large motor vehicles 
ruining roads. He said Mr. Fulbright had said that the indus- 
try was paying for its use of the highways and that he did 
not wish that statement to stand without comment. 

Mr. Fulbright said the modern highways afforded a trans- 
portation service that enabled farmers and business men to 
get more for their products and said the motor truck had 
enabled the Texas cotton producer to get more for his cotton 
because of lower rates by truck than by rail. 

“What is the effect of that on the railroads?” asked Senator 
Watson, of Indiana. 

“The effect has been grossly exaggerated,” said Mr. Ful- 
bright. 

The witness then adverted to the need for further informa- 
tion as to truck transportation before legislation were at- 
tempted. He said the Commission had not developed the 
necessary information in its recent investigation. He said that 
that was largely an ex parte proceeding, and much of the infor- 
mation would not have stood up under cross-examination. He 
entered into a discussion of the question of railroads losing 
money on short-haul 1. c. 1. traffic and said the railroads had 
not given that side of the picture. He said he would like for 
the committee to call on the railroads for that information. 
In connection with remarks to the effect that the short-haul 
1. c. 1. traffic was not remunerative to the rail carriers, Senator 
Barkley, of Kentucky, said the railroads had a certain over- 
head anyway and had terminals to maintain. 

Senator Dill, remarking that reference was always made to 
the interests of the railroads and the trucks inquired about the 
interests of the public. He said the public had provided the 
highways and wanted to use them—that everybody knew about 
the large motor vehicles operating on the highways that no 
one could get by. He thought the time had come to regulate 
the trucks in their interstate operations. 


Mr. Fulbright called attention to the police power of the 
states with reference to safety regulations. Senator Couzens 
said the state regulations varied widely and that there was no 
way of dealing with the interstate operations except by federal 
regulation. The witness said you could not have one rule for 
all the states because of varying conditions in the states. He 
said the federal government should not step in unless the situ- 
ation as to state regulation with respect to speed, size, weight, 
etc., became hopeless, and that the states were making progress 
in that kind of regulation. He asked that Congress “lay off 
and see what the states can do.” 

Senator Dill remarked that the trucks on the highways 
were getting bigger each year and directed attention to the 
fact that the federal government provided money for the build- 
ing of highways. 

Mr. Fulbright said the Bureau of Public Roads had com- 
petent engineers in a better position to develop the facts about 
truck transportation than the Commission which, under the 
Couzens bill, would grant permits for truck operations and then 
obtain information about such operations. He said it would not 
be practicable to enforce the permit provision of the bill—that 
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it would require thousands of policemen to do it. Interstate 
truck operations constituted but a small part of the total truck 
operations and most of it was around such centers as St. Louis, 
Chicago, Philadelphia and similar areas where crossing of state 
lines was frequent, he said. Nothing required such extreme 
measures as proposed in the bill at this time, said he. 

Every time a truck operator wished to cross a state line 
he would have to get a permit from the Commission, said he. 

Senator Barkley remarked that if a problem became na- 
tional in scope he did not think the people objected to national 
treatment of that problem. Mr. Fulbright agreed with that 
but contended the truck problem had not reached that point. 
He referred to the Pennsylvania Railroad as having stated 
that while busses should be subjected to federal regulation it 
did not believe it was practicable to regulate interstate truck 
operations. 

A statement by Mr. Fulbright that he was willing that 
truck operations by railroads go unregulated brought an em- 
phatic statement from Senator Couzens that he disagreed with 
that. One of the points emphasized by Mr. Fulbright was that 
competition would regulate the railroad-truck operations. 


Motor Lines 


Everett J. Arbour, treasurer and general manager of Con- 
solidated Motor Lines, Inc., Hartford, Conn., and J. W. Blood, 
of the Southern Kansas Stage Lines, Wichita, Kan., were heard 
by the committee February 6. 

Mr. Arbour read a resolution adopted by the interstate 
operators division of the Motor Truck Association of Connecti- 
cut to the effect that the division concurred in his statement. 
He reviewed the history of his trucking business and stated the 
company had terminals at New York, N. Y., Bridgeport, New 
Haven, Waterbury, New Britain and Hartford, Conn., Springfield 
and Boston, Mass., and Providence, R. I., with present equipment 
of 102 trucks, 12 business cars, and 25 hired trucks at local 
terminals for pick-up and delivery service. 

“Motor truck companies throughout the country and par- 
ticularly in our section,” said he, “are now well organized, fully 
protected by insurance and are making rates based upon an 
intelligent cost study and not by ‘rule of thumb.’ 

“The claim is made that the highways are furnished free 
to the motor truck companies, that they are under-taxed and 
that their competition with the railroads is unfair,” said he. 
“We deny these claims most emphatically. We pay the follow- 
ing taxes, gas, registration, federal and state income, excise, 
which for 1931 will amount to approximately $42,500. We cer- 
tainly do not feel that anyone is giving us a free right-of-way, 
when we are compelled to pay this sum for the privilege of 
doing business.” 

Mr. Arbour said he would be in favor of regulating common 
carriers by truck if that regulation would protect him from inde- 
pendent motor truck competition and from the competition of 
the railroads, or motor truck companies operated by them. 

“If contract carriers are to be permitted to compete with 
me and take my business away from me without having their 
rates regulated, I certainly would be opposed to having mine 
tied up in any way so that I could not meet that competition,” 
said he. 

The New Haven railroad, he continued, had a large motor 
truck organization called the New England Transportation Co., 
operating in the territory in which his company operated. He 
said if his company was going to be regulated he wanted to be 
sure the New England Transportation Co. also would be regu- 
lated, “because if that company, with its large railroad finances 
back of it, ever made up its mind to put independent competitors 
out of business, it could do so very easily, for no independent 
company without such backing could stand the strain in compe- 
tition with a competitor willing to spend a lot of its funds in 
inflicting damage to independent operators.” He said the New 
England Transportation Co. operated at a loss—that an annual 
report for 1931 filed with the Massachusetts department of 
corporations and taxation showed a corporate deficit of $188,- 
363.08 for the company. He said railroads, through motor sub- 
sidiaries, could drive independent motor operators off the high- 
ways just as they had “done to competition on inland water- 
ways,” if they were not prevented from so doing. Continuing, 
in part, he said: 


At the present, I feel we are confronted with two dangers: first, 
railroad competition operating through subsidiary companies, and 
second, from the contract carrier against whom we must guard 
at all times. 

So far, we have been able to hold our patronage by giving good 
service, by giving our shippers and consignees a better service than 
the railroads seem to be able to give them. The railroads say that 
we are their competitors. We claim we are not. If the railroads want 
to be competitors of ours, they must give the same kind of service 
that we give, from store-door to store-door at equal rates and in as 
as quick time. Certainly, it is not competition when we give the 
shipper what he wants and the railroad companies will not. 

According to Dr. Julius H. Parmelee, Bureau of Railway Eco- 
nomics, and as stated by him in the Railroad Data of December 18, 
1931, the railways tax bill for 1931 will take nearly 32 per cent of 


their net revenue. The percentage relationship of our various 4, 
to our net revenue is estimated to be 41.7 per cent which shows 
we pay out as much of our net revenue as do the railroads, 

Our operations are profitable. We are giving the shipping Dubj 
better service, at rates which they are quite willing to pay, than 
railroads which serve our customers. Our business is conducted 
a high plane. Why we should be put to the additional expense ¢ 
publishing and filing tariffs with the Interstate Commerce Commi. 
sion, changing our methods of accounting and our costs gener, 
when the public that we serve has never made a complaint againg 
our methods of doing business, we cannot see. Of course, if this legis. 
lation is intended to increase the cost of motor transportation Mere} 
for the purpose of reducing our profits, or as the railroads hope, ¢ 
taking our business away from us, then it seems to be framed aly 
the right lines, for it must be obvious to anyone that the addition 
expense of employing traffic experts to comply with the rules of 
Interstate Commerce Commission in the matter of tariff PUblicatig, 
and keeping statistics which we consider unnecessary, is bound t 
have that effect. 

We have no objection to offer any motor truck company comp. 
ing with us provided the competition is fair, open and above Doari 
and is not subsidized by railroad earnings derived from the trans. 
portation of freight on the rails. If these railroad subsidiaries Stan{ 
on their own feet and succeed or fail, depending upon the service ther 
render, we have no fault to find, but we do not want to be placed j 
the position of having our business destroyed by competition of raj. 
road subsidiaries put on for the specific purpose of driving us oy 
of the field. 7 

‘Mr. Arbour believed that the Bureau of Public Roads anj 
the Department of Commerce could develop adequate inform. 
tion as to the truck better than could be obtained by the Cop. 
mission under the permit system provided for in the Couzens bil, 

Mr. Blood’s company operates both busses and trucks, kk 
favored interstate regulation of busses but thought that th 
complexities of the truck business were such that any attemptej 
regulation of interstate truck carriers would be much less gu 
cessful than the enforcement of the eighteenth amendment. kk 
said he agreed with a great deal that had been said by Mr. Dahl 
Mr. Fulbright and Mr. Arbour. 

“If you are going to regulate us,” said he, “don’t regulate 
us so that we can’t operate with some initiative.” 

Senator Couzens called attention that as to trucks his bil 
provided only for issuance of permits for operation. The wit 
ness referred to safety regulations provided for by the bill. He 
asserted his company paid 66 per cent of its net earnings i 
taxes. He said the company’s volume of freight business hai 
increased last year, and that the company made about $35,00), 
in the neighborhood of 3 per cent on the investment. He sail 
he was a member of the Kansas legislature and told of railroai 
representatives having had bills affecting motor vehicles intr 
duced. He said the legislature finally passed a bill but said 
a great deal of resentment against its provisions had developed. 
He told of the regulatory situation in Kansas in support of bis 
contention that it was impractical to try to regulate trucks. 

Chaotic bus transportation conditions in the Camden-Phila 
delphia area, due to inability of the Pennsylvania and Nev 
Jersey authorities to deal adequately with interstate bus trans 
portation, were depicted before the committee, February 8, by 
spokesmen for the Camden area. The witnesses were Lewis 
Lieberman, assistant city solicitor of Camden; J. D. Stem 
newspaper publisher; former United States Senator David Bairé; 
L. D. Ohdner, of the Camden County Chamber of Commerce, 
and J. V. Moran, chairman of the South Jersey Rapid Transit 
Commission. The situation complained of has grown out d 
the opening in 1926 of the Camden-Philadelphia interstate bridge 
across the Delaware River. Pleas were made that Congres 
do something to provide for regulation of the interstate busses, 
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even to the extent of dealing with that particular problem BM join 
separately, if necessary. oper 
Camden was said to be practically helpless in the presell sion 
situation, with 581 busses using its streets without compensa B® all | 
tion in the form of franchise taxes. An attempt had been mate 
to tell the bus operators on what streets they might operat Bi .j,, 
but the courts sustained the attack of the operators on that BR goo; 
attempt at regulation. The busses, in the main, operate through that 
Camden to Philadelphia, and do not stop in Camden in the mot 
retail district because to do so would subject them to intr pior 
state regulation. It was asserted that this was hurting th? I hoc; 
retail business in Camden because passengers were carried as ¢ 
over to Philadelphia. If there were interstate regulation, it was cont 


said, the busses would stop in Camden. 

In answer to Senator Couzens it was stated that the stale By... 
of New Jersey and Pennsylvania could not meet the situatlo) Be .. 
by passing uniform safety regulatory laws. The senator said ond 


he made the inquiry because opponents of his bill held = con 


the states could get together and handle such a situation. the 
added he did not agree with that view. . 
FASTER FRISCO SCHEDULES - 


The Frisco has announced a revision of schedules, effectivé lice 
February 14, including a faster northbound run by its amare pub 
City-Florida Special and a change in the time of its Met app 
from St. Louis to Oklahoma City. Other changes, includiaé tag 
several replacements and additions to service, have beet ar sta 
ranged to provide connections with those trains. 






sbruary 13, 1982 


TEXAS TRUCK COMPETITION 


In fixing maximum freight rates for common carriers the 
,iroad commission of Texas must do so in relation to both 
wiroads and motor trucks, according to an opinion by the 
ate attorney-general’s department. The designation “common 
arriers” in the new motor truck law was intended to include 
nth forms of transportation, he held. 

“Not only was the law designed in the interest of highway 
afety and protection, but in order that discrimination in rates 
narged may be eliminated and that the various transportation 
gencies of the state may be adjudged and correlated so that 
he public highways may serve the best interests of the general 
public,” he said. 

“This law has been attacked in both state and federal courts 
because it was alleged that it was enacted to regulate compe- 
ition between railways and trucks. The state has never evaded 
his issue, admitting always its terms are comprehensive enough 
o require the commission to consider the whole transportation 
nd traffic structure, including railways, in administering it. 


“In all the cases which have been tried, it has been proved 
hat the unregulated competition of truck operations has seri- 
pusly affected the efficient public service of common carrier 
ail and truck transportation; that prolonged continuance of 
his condition would have driven the common carrier truck off 
he highway, and would have forced the abandonment of im- 
nortant and vital railway operations; that in the end the gen- 
eral public would be at the mercy of an unregulated, irrespon- 
sible, undependable and highly discriminatory transportation 
bervice.” 

Motor truck transportation in Texas under the new regu- 
atory law is in such confused condition as to make it prac- 
ically inoperative, it is stated. The situation is due to the 
multitude of injunction suits filed in district courts which have 
esulted in injunctions restraining the railroad commission and 
other state authorities from enforcing the laws as to the par- 
icular plaintiffs in these cases. It has been held by Attorney 
eneral James V. Allred that each injunction can apply only 
0 the particular truck operator involved. There are so many 
of the cases, however, that the law enforcement officers cannot 
distinguish between the violators and the non-violators of the 
jaw. Most of the injunctions that have been issued relate to 
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gaidfmmthe 7,000 pounds maximum load provision of the law. This 
lope. MmProvision is being generally ignored by truck operators. 
of his An important development of the pending litigation was the 
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decision by Judge William H. Atwell, of the federal district 
court at Dallas, holding that all provisions of the motor truck 
law, so far as they affect interstate carriers, are unconstitu- 
tional. The case is that of the Roadway Express, Inc., of Akron, 
Ohio, operating more than seventy-five motor trucks between 
ew Me Texas and Ohio cities, for an injunction restraining Texas 
tern, Me authorities from interfering with its interstate trucks. The case 
aird; Be Was tried by a three-judge federal court, with Judge Atwell as 
erce, Map one of the members. The decision holds constitutional certain 
ansi Be Provisions of the act regarding the state’s police powers. 


tof This decision probably will have some bearing on a similar 








~ case by the same plaintiff against the Oklahoma motor truck 
ve law. A three-judge federal court will hear the Oklahoma case. 
7 Under force of the decision, the state is permanently en- 


joined from requiring interstate carriers to obtain permits to 
operate as contract carriers and from enforcing the rate provi- 
sell sions of the bill. The decision, however, reserves to the state 


nit all powers to regulate intrastate motor trucks. 
rate After reading the opinion by Judge Atwell it was de- 


that ae Cl2%ed by Assistant Attorney General Elbert Hooper that the 
ugh decision Was a sweeping victory for the state, notwithstanding 
the that it was held that the state could fix or regulate interstate 
- aoe truck rates of schedules. He declared that it was the 
the — decision of its kind in the United States and immediately 
fed €came important to highway regulation in every state as well 


7a —'™ mark for congressional action looking to highway 
ol. 


tes “The opinion holds that we cannot regulate interstate rates 
ion Je O' SChedules,” Hooper said, “and we have never believed we 
aid could; but it Says we can exercise all the other police powers 
hat and set them out specifically, and that is exactly what we are 


He fm CUtending. Interstate truck operators should take notice of 
the judgment. 


th “Judge Atwell’s opinion says there is nothing to prevent 

a state from exercising its police powers to enforce traffic 

ve lien highway protection, competent drivers, who shall be 
38 aa the hours of driving, the giving of bond to secure the 
or i against loss from personal injuries, the inspection and 
ng age or disapproval of the equipment, the display of license 
a the equipment itself, classification of the highways of the 
® as to congestion and their character and ability to with- 
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stand use, all as provided for as traffic safety provisions of the 
act.” 
Contract Permits 


Out of a total of 500 applications for contract carrier motor 
truck permits, the railroad commission has refused to grant 400. 
Approximately 600 applications are still pending. They will be 
disposed of at public hearings to be held in different parts of 
the state. 

“We have been refusing most of these applications,” Lon 
Smith, member of the commission, said, “because the law for- 
bids us to issue permits where common carriers, railroad and 
truck, and contract carriers, are already providing an adequate 
service for the public. I am sure no one conversant with the 
situation, or who travels the highways, will doubt but that the 
truck service is ample in every direction and all Texas knows 
of the net work of railroads serving every part of the state. 

“The commission is complying with the law in refusing 
these permits as the law forbids the granting of permits which 
will impair the present common carrier and contract carrier 
service and we have not been shown where additional service 
is generally needed. In specific instances where it is needed we 
have not hesitated to grant permits. This commission will not 
clutter the highways and make them even more dangerous for 
life, limb and property of motorists by granting permit for more 
trucks to congest the highways when they are not needed.” 


MOTOR TRANSPORT COORDINATION 


Asserting that there is really no such thing as a “na- 
tional transportation machine” and that “it is indeed a paternal- 
istic attitude to consider all of these separate and, to a large 
extent, competitive, forms of transportation as a national 
machine over which the government should exercise control, 
whether or not the public demands it,” the National Industrial 
Traffic League, in exceptions to Attorney Examiner Leo J. 
Flynn’s proposed report in No. 23400, coordination of motor 
transportation, says he has made five fundamental errors as 
follows: 


In concluding that the Commission would be justified in recom- 
mending to Congress drastic and restrictive federal legislation against 
the agencies and instrumentalities of highway transportation. 

In unqualifiedly recommending requirement of certificates of con- 
venience and necessity as a condition precedent to engaging in inter- 
state highway transportation for hire by contract carriers and by 
common carriers. 

In concluding that the Commission would be justified in recom- 
mending legislation to enforce rate regulation upon highway freight 
carriers: the exception adding that “this would be ill-advised and 
contrary to the public interest.” 

In concluding that the Commission would be justified in recom- 
mending federal legislation governing all features of the operation of 
motor vehicles for hire in interstate commerce. 

In not recommending that the Commission adopt a liberal attitude 
in the field of coordinated rail-truck transportation to encourage its 
maximum development, in the public interest, with a minimum of 
restriction by regulatory rules. 


The League said that, in speaking for the membership, it 
did not profess to commit all of them to its views. Among 
other things, the League document asserts that the matter of 
taxation or compensation for the use of the highways is pri- 
marily a problem of the states and, therefore, any federal 
legislation on that point is opposed unless it be found that 
there is no hope for a solution through action by the states. 

Legislation designed to enforce rate regulation upon high- 
way freight carriers, the document says, “is ill-advised and 
contrary to the public interest.” 

The League favors, says the document, the development of 
uniform codes among the states to govern the operations of 
motor carriers on the highways; the operation, by railroads, of 
lines of motor trucks for hire, but says no such operations 
should be carried into the accounts of railroad operations proper, 
permitting the railroads to pass the burden of unprofitable truck 
operations to the public by including such losses in the ex- 
pense of railroad operation. The League approves the prin- 
ciple of joint rail-and-highway rates and routes and favors 
an amendment to the fourth section permitting the railroads to 
meet motor competition but not to disregard the aggregate of 
intermediates part of that section. 

The National Automobile Chamber of Commerce in its excep- 
tions, said the examiner’s proposal were unwise, undesirable and 
that there was no substantial need or demand for truck regula- 
tion; that the proposed truck legislation was impractical; that 
Flynn’s proposals involved an unprecedented extension of 
bureaucratic interference with private business; and that the 
proposed regulation of private or contract carriers was uncon- 
stitutional. It says the Commission should not approve the 
report. 

Texas rail lines excepted to Flynn’s failure to find that a 
certificate of convenience and necessity should be made a statu- 
tory prerequisite to the operation of anywhere-for-hire common 
carriers in interstate commerce. They excepted to his finding 
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that contract carriers should be entitled to a permit to operate 
upon mere registration and proof of compliance with such re- 
quirements as might be appropriate for their regulation. They 
said the law should require proof that the proposed service 
would not be contrary to the public interest and would not be 
unduly detrimental to existing common carriers. They also 
criticized Flynn for limiting his recommendation about taxa- 
tion to motor cars for hire, suggesting that the inquiry should 
be as to all; and also his recommendation that existing carriers 
be given certificates on a showing that they were able adequately 
to perform service. 

The Brooklyn Eastern District Terminal objected to Flynn’s 
failure to recommend that the Commission make definite findings 
as to its powers over extension by rail carriers of their terminal 
facilities, by trucking deliveries, under section 1(18) and under 
sections 2, 3 or 15a. The exceptions contain a request for oral 
argument. 

The Bush Terminal Railroad Co., in its exceptions to the 
Flynn report, said that his recommendation that railroads 
should not be required to obtain certificates before engaging in 
terminal operations by motor vehicle when such operation did 
not serve to extend its line, was inconsistent with the provi- 
sions of the report in its discussion of the subject matter of the 
appropriateness of requiring a certificate as antecedent to the 
operation of motor vehicles by carriers and was to a large 
extent a nullification of finding No. 20. That finding, it was 
pointed out, provided that in determining whether or not such 
a certificate should be given, consideration should be given to 
available transportation by any other existing transportation 
agency operating in the same territory. 

The Great Northern Railway Co. argued, among other 
things, that finding No. 22, which would permit common carriers 
by motor to participate in joint rates and through routes with 
other common carriers by motor, electric railways or water lines, 
appeared to be objectionable for the reason that it would afford 
an opportunity to railroads or to motor vehicle carriers for un- 
limited invasion of each other’s territory and, unless thoroughly 
regulated and policed, might lead to a very expensive rivalry in 
bidding up offers of rate divisions to motor vehicle companies 
enjoying monopolies on given routes. It would also undoubtedly 
lead to reprisals by companies whose territory might be in- 
vaded, the Great Northern said. It said it could suggest no 
constructive regulation which would avoid such a danger. 
Therefore it suggested its withdrawal. 

The Commission was urged to give further study and con- 
sideration to the subject and delay any recommendation to 
Congress for the regulation of truck transportation by the Inter- 
state Motor Carriers’ Association, National Team and Motor 
Truck Owners’ Association, Pennsylvania Truck Association, 
Pennsylvania Furniture Warehousemen’s Association, Maryland 
Motor Truck Association, and Philadelphia Team and Motor 
Truck Owners’ Association. 


The truck associations assert that Flynn’s first conclusion, 
the basis, they say, for the greater part of his conclusions, 
assumes facts which have not been established on this record 
nor in the previous investigation of the Commission, It assumes, 
they say, that the highway has not functioned with progressive 
efficiency when, as a matter of fact, the reverse is true. 


“It is this very efficiency of which the rail carriers com- 
plain,” say the truck owners. “This efficiency has been obtained 
without regulation. There is no evidence to demonstrate that 
it would progress in efficiency under regulation.” 

Flynn’s conclusion No. 1, the truck owners say, should be 
redrafted to read as follows: 


The national transportation machine cannot function with pro- 
gressive efficiency, under the restrained initiative, through present 
strictness of regulation, of the rail carriers; coordination of transpor- 
tation agencies cannot reach its economic possibilities under the 
anomalous condition of the freedom of action of the highways stulti- 
fied by the regulatory restrictions of the rail carriers. 


The Manufacturers’ Association of Connecticut, lnc., says 
it excepts to each of Flynn’s fifty conclusions and to the state- 
ments underlying the conclusions. It is opposed to the regula- 
tion of trucks, declaring that no need for such regulation has 
been shown. It declares that federal regulation, if and when 
imposed, will be unduly burdensome to the United States, to 
each of the states, to the shippers who use truck service, and 
to the motor truck industry. 

The New England Traffic League, deferring exceptions to 
the law for future consideration, took specific exception to the 
sections of the fifty conclusions in which it was proposed, as 
the league’s exceptions said, that practically all the major ele- 
ments of regulation now imposed upon rail carriers subject to 
the transportation act be applied to motor trucks operating in- 
dependently of such rail carriers. The league said that if and 
when legislation was introduced in Congress on the basis of 
the proposed report, or any report rendered by the Commission 
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to Congress, it would present its objections, or would giv iy 
approval, to the specific legislation. 

Asserting that Flynn’s report and conclusions, as a whg 
constituted a masterly document and were clearly indicatiy 
of the studious thought which he had given the subject, the Ny 
York Dock Railway took exception to conclusion No. 10, 
conclusion was that a railroad should not be required to obtaiy 
a certificate before engaging in terminal operation by mot, 
vehicle when such terminal operation did not serve to exten 
its line and in fact constitute a line haul. It declared that thai 
conclusion was inharmonious with the remainder of the repo, 
and conclusions. 

Exceptions by the American Petroleum Institute say that 
the recommended conclusions are unsound because they wou 
impose upon motor vehicle transportation artificial restrictio, 
which are not required in the public interest and, on the cy 
trary, are apparently suggested merely as a means of protectiy, 
the railroads from competition. In part the Institute says: — 

















We insist, as we insisted in our original brief, that the reme 
of the railroads lies largely in their own hands; they may meet the 
competition in the usual way by providing a service as efficient at 
a price comparable with that offered by their competitors. Moty 
transportation has won public favor by rendering a different ay 
better transportation service or by reducing transportation costs » 
both, clearly in the interest of the public. Under these circumstances 
it would be unjust and contrary to the public interest to impose Upon 
the new transportation service an elaborate system of regulatio, 
which is patently designed only to protect the railroads from competi. 


tion. 
EXPRESS TRUCK COMPETITION 


Plans are being formulated by the Railway Express Agency 
to institute highway service in competition with independer 
motor transport operators. While the program is still in, 
formative stage, it has been indicated that experimental projects 
under contemplation may be the forerunner of a nation-wite 
highway service conducted by the agency on behalf of the 82 
so railroads owning the express service. 

According to the information, experimental lines betwen 
Chicago and Milwaukee and Chicago and South Bend are th 
first to be placed in service, with further extensions depending 
on the results of the initial operations. The service will bea 
door-to-door haul at rates slightly in excess of regular les. 
carload rail rates, as at present conceived, using equipment 
already in the express service to a large extent. It is pointed 
out that the company now has ten express terminals in Chicago 
at which shipments can be received for the highway service ani 
that there are more than 600 trucks in Chicago service of the 
company. 


AUTOMOBILE LUXURY TAX OPPOSED 


The Railway Business Association has notified Chairma 
Collier, of the House ways and means committee, that it is 
opposed to any luxury tax at this time on sales of automobiles. 
It has adopted resolutions urging upon the Bureau of the Budget 
and on Congress the moderation of impending increases in taxes 
through reduction in expenses and through slowing down d 
debt extinction. In itself, the association contends, such 4 
course will assist business recovery, besides setting a whole 
some example to states, counties and cities. As to why the 
association took that position in respect of a tax on automobile 
Sales the letter of the association, signed by Alba B. Johnsol, 
its president, said: 










We take this position the more vigorously because we advocate 
that motor carriers shall not enjoy special privileges on highways 
at the expense of the railways and of the public. We equally insist 
that the motor car industry shall not suffer any special hardship. 
The motor car is no longer a nonessential to be discouraged or 3 
luxury to be penalized. It is a necessity performing an indispensable 
social service. In balancing the federal budget the same taxes and 
the same only should fall on the motor car industry as on any other. 

As a statesmanlike measure for business recovery, however, the 
automobile is in a key position. If the heart is not cut out of tt 
by some such affliction as a luxury tax, the automotive group is about 
to perform a major function in lifting us out of the depression. ee 
situation is cited in a letter to a member of your committee, whic 
we have been permitted to read, from Mr. Fred W. Sargent, presidet! 
of the Chicago & North Western Railway. Expressing the hope = 
no luxury tax will be levied on automobile sales, Mr. Sargent sing 
out steel production as barometric and enumerates as the are 
potential consumers the railroads, the building industry and the _ 
car builders. Since the first two are unlikely to come at once into the 
market, the remaining immediate hope is automobiles. ted 

Mr. Sargent might have gone further. The prosperity generat 
in motor car factories and sales agencies with production — 
spreads rapidly in a hundred directions and in the aggregate, 1 
cluding the steel communities, is a prodigious recuperative force ™ 
the country. try 

Motors are ready for the green light to exert what the count 
needs most—powerful leadership in applied confidence. 


GRADE CROSSING ACCIDENTS 


Reports for the first ten months of 1931 compared with . 
same period in 1930, showed further reductions in the num 
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of accidents at railroad highway grade crossings and in the 
number of casualties resulting therefrom, according to reports 
for that period received from the railroads by the safety section 
of the American Railway Association. 

Accidents at railroad highway grade crossings totaled 3,341 
for the first ten months of 1931, a reduction of 530 compared 
with the same period in 1930. Fatalities caused by such acci- 
jents totaled 1,473 for the ten months’ period of 1931, a reduc- 
tin of 182 below the same months in 1930. Persons injured 
in the ten Months of 1931 totaled 3,756, which was a reduction 
of 624 under the same period in 1930. 

In the month of October alone, 399 accidents at railroad 
highway grade crossings were reported, a reduction of 92 under 
the number for October, 1930. Fatalities resulting from such 
accidents in October, 1931, totaled 149, which was a reduction 
of 58 compared with October, 1930. Persons injured totaled 460 
in October, a reduction of 89 compared with the same month 
in 1930. 


TRUCK-COMPETITIVE COTTON RATES 


Railroads serving New Orleans and Texas ports have filed 
with the Commission the rates they think they should be allowed 
to make on cotton to enable them to compete with the truck 
and barge lines, including the government’s line, separately, or 
in combination, principally the latter. They propose reductions 
ranging from 20 to 35 per cent under the rates prescribed by 
the Commission in No. 17000, part 3, H-ch-Smith cotton. For 
example they propose to cut a rate of 6( cents from Memphis, 
Tenn., to New Orleans, La., to 45 cents. They propose to cut 
arate from Poplar Bluff, Mo., and northern Arkansas points to 
Texas Gulf ports, from 100 to 79 cents, and from Little Rock, 
Ark. to the Texas ports, from 89 to 70 cents. 


Application was made by J. E. Johanson, when he sent the 
quoted and thousands of other rates to the Commission, to pub- 
lish them on behalf of the southwestern on one day’s notice. 
There were two thoughts on the question of time, when the 
application was made. One was that the Commission would not 
think of allowing an adjustment of the size of this one to be 
made on such short notice, notwithstanding that the nature of 
the revision of rates proposed was well known to those most 
seriously interested. The second was that even if short time 
permission were given that the railroads would not publish the 
rates until they were ready to put into effect the adjustment 
required by the Commission’s order in part 3 dated January 11, 
modifying the adjustment, as between Texas ports on the one 
hand and New Orleans on the other, made in connection with 
the report of July 15, 1930, 165 I. C. C. 595. 

The Commission by an order in part 3, made public about 
the time Johanson filed his proposed rates, postponed the effec- 
tive date of its order of January 11, from March 1 to April 15. 


UNPROFITABLE TRAINS ABANDONED 

Dropping of two day local passenger trains between New 
Orleans and McComb, Miss., by the Illinois Central Railroad 
and one local passenger train between Shreveport, La., and 
Vicksburg, Miss., by the Yazoo and Mississippi Valley Railroad 
has been effected under federal injunction. The railroad lines 
obtained injunctions restraining the Louisiana Public Service 
Commission from interfering with caricellation of the trains. 
Unprofitable operation served as a basis for both actions. 


FREIGHT COMMODITY STATISTICS. 


The Commission has issued its quarterly statement (No. 
Q500) containing freight commodity statistics of Class I steam 
railways in the United States for the third quarter of 1931. For 
the United States as a whole tons of revenue freight originated 
and carried by groups of commodities in the third quarter were 
reported as follows: 


Originated 
1931 1930 Decrease 
Froducts of agriculture .......... 26,902,576 33,590,584 6,688,008 
— ANG WOOGUC: 2.6 oo. s5e ce 5,207,802 ,469,573 261,771 
Premcts i. ae 141,078,916 183,597,038 42,518,122 
a a ee 9,918,270 15,144,534 5,226,264 
Al rere and miscellaneous 54,123,099 72,980,571 18,857,472 
ae 5,632,109 7,360,015 1,727,906 
og, EO Ee ee 242,862,772 318,142,315 75,279,543 

Carried 

_ 1931 1930 Decrease 
Antone of agriculture........... 49,797,629 59,842,506 10,044,877 
edu ; QNd PrOGUCts ..6.66660000 9,648,132 9,791,144 143,012 
Mw OF PE aiidiédesdénoncad 231,187,044 301,730,143 70,543,099 
see of forests ececcececcecee 19,517,847 28,628,570 9,110,723 
All L ore and miscellaneous. .104,631,262 138,932,032 34,300,770 
oe ent 10,183,170 12,606,221 2,423,051 


NT scsbadgerchteneiao 424,965,084 551,530,616 126,565,532 
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FINANCIAL RELIEF FOR RAILROADS 
The Trafic World Washington Bureau 


At no time will the Reconstruction Finance Corporation 
have outstanding loans to any one railroad corporation and its 
subsidiary or affiliated organizations in excess of $100,000,000. 
That limit has been set by the corporation in a circular, No. 2, 
giving information to railroads and receivers thereof desiring 
to apply for loans under the Reconstruction Finance Corpora- 
tion act. 

This announcement concerning the railroads is a part of a 
series of circulars intended for the information of those con- 
templating application for loans from the agency set up by the 
government to render assets more liquid. The first circular in 
this series contains information for banks and other financial 
institutions desiring to apply for loans. 

The circular intended for the information of the railroads 
says that loans may be made by the corporation to aid in a 
temporary financing of railroads engaged in interstate com- 
merce; to railroads in process of construction; and to receivers 
of such railroads subject to the following limitations: 


1. The board of directors of the Reconstruction Finance Corpora- 
tion must be of the opinion that such railroads or railways are unable 
to obtain funds upon reasonable terms through banking channels, 
or from the general public, and that the corporation will be adequately 
secured. 

2. Loans must have the approval of the Interstate Commerce 
Commission, and the form of obligation and terms and security thére- 
for must comply with the requirements of the Interstate Commerce 
Commission and of the corporation. 

3. The maturity of the loans may not exceed three years. 

4, Loans may not be made for the purpose of initiating, setting 
on foot, or financing any enterprise not initiated, set on foot, or un- 
dertaken prior to January 22, 1932. 

5. Loans to any one corporation and its subsidiary or affiliated 
organizations may not exceed at- any one time $100,000,000. 

6. No fee or commission shall be paid by any applicant for a loan 
under the provisions of the act in connection with any application or 
any loan made or to be made under the act, and the agreement to 
pay or payment of any such fee or commission is unlawful. 

7. The applicant must consent to such examinations as the cor- 
poration may require and that reports of examinations by the Inter- 
state Commerce Commission, or other constituted authorities, may 
be furnished to the corporation upon request therefor. 

8. Statements and valuations of securities offered by or in 
behalf of an applicant are subject to all of the governing provisions of 
the act, and all such provisions should be read and studied by the 
individual or individuals making such statements or valuations, 


The circular says that no special form of application is 
required. Nine copies of each, however, are to be filed. Three 
copies, including one signed original, are to be delivered to 
the Reconstruction Finance Corporation at its office in Washing- 
ton and the remaining six copies are to be delivered to the 
Interstate Commerce Commission. Applications, of course, are 
to show the name of the corporation, receivers if any, and 
show whether the applicant is engaged in interstate commerce, 
with essential facts, and whether the applicant is a railroad in 
process of construction. The application to be made to the 
finance corporation is very much like the application carriers 
make to the Commission for permission to issue securities, but 
is to show more details. 

In addition, however, the applicant railroad is to say 
whether it can obtain the necessary funds in whole or in part 
from any other source and if so upon what terms. If it is not 
able to obtain the necessary funds from other sources the 
applicant is to tell the finance corporation the efforts which 
have been made and the reason for its situation, full details 
of all negotiations undertaken to be set forth. 

Consent of the applicant is to be given for such examina- 
tions as the corporation may require for the purpose of the 
act and/or that reports of examinations by constituted author- 
ities may be furnished by such authorities to the corporation 
upon request therefor. The applicant is also to make a state- 
ment that no agreement has been or will be made by it to 
pay any person, association, firm, or corporation, either directly 
or indirectly, any commission or fee for the loan applied for 
and that no such payments have been or will be made by the 
applicant. In addition the applicant is to state the purpose 
of the loan and the uses to which it will be applied and the 
date or dates on which the funds must be available to the appli- 
cant. A 

The application is also to show the present status of the 
applicant’s existing financial relations with the United States 
as to (a) loans made to the applicant and the security therefor: 
(1) under federal control; (2) under section 210, transportation 
act, 1920; and (3) under section 5 of the Reconstruction Finance 
Corporation act of January 22, 1932; (b) claims under section 
209, transportation act, 1920, and the security pledged therefor; 
(c) claims on account of deficits under section 204, trans- 
portation act, 1920; (d) payments made by the applicant on 
account of excess net railway operating income under para- 
graph 6 of section 15a of the interstate commerce act, and 
securities pledged for indebtedness under that section. Give 
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present status of proceedings before Interstate Commerce Com- 
mission; (e) any other debits or credits existing between the 
applicant and the United States other than mail pay, transpor- 
tation of troops, or income tax matters. The applicant is also 
to state whether it desires the entire amount of the loan for 
the full term applied for, and if so, full particulars as to why 
are to be given. 

The corporation also requires the applicant to state the 
latest valuation placed by the Commission upon its property 
separately stated for owned carrier and noncarrier property, 
and the date as of which valuation was determined, together 
with the aggregate net property changes to the latest date to 
which such changes have been reported to the bureau of valua- 
tion. The applicant is also to say whether any subsidiary or 
affiliated organization or any organization of which the applicant 
is a subsidiary, has applied for or received loans from the cor- 
poration and, if so, the full particulars are to be given. The 
applicant is also to say whether it has become a party to the 
plan of the Railroad Credit Corporation and if not the reasons 
therefor are to be given. 

Another requirement is a comparative statement by months, 
to date, of the amounts paid to the Railroad Credit Corp. derived 
from the increases in freight rates permitted in Ex Parte No. 
103. The applicant is also to submit a comparative monthly 
estimate of the maximum and minimum revenues received and 
expected to be received from the increases permitted by Ex 
Parte No. 103, whether the applicant has applied for or received 
loans from the Railroad Credit Corporation, or whether the 
applicant intends to apply for such loans, and if so, full par- 
ticulars are to be given. The railroad is also to furnish a 
statement of principal commodities carried, and a statement 
of the ten most important industries served. There is also to 
be a statement as to the particular facts upon which the appli- 
cant relies as to its present and prospective ability to repay 
the loan and to discharge its obligations in regard thereto. 
There is to be a detailed description of the security to be 
offered for the loan. The circular says the applicant must 
furnish full information together with copies of document and 
data appropriate to the security offered. The applicant is 
also advised to state its opinion of the value of any collateral 
offered and the basis for that opinion. 


The circular provides schedules designed A to R which 
are to be filled in by the applicant railroad showing such things 
as miles of line owned, operated, and the principal termini of the 
road operated, togehter with the numbers of locomotives, freight 
cars and passenger cars, owned and leased; comparative income 
account for the years ended with December 31, 1921, to 1931; 
dividends declared and total dividends paid; whether any cor- 
poration or corporations, transportation or otherwise, hold con- 
trol over the applicant, and if control is so held, the form of it, 
whether sole or joint, the name of the controlling corporation or 
corporations, the manner in which control was established, the 
extent of the control, whether control is direct or indirect, and 
the name of the intermediary through which control, if indirect, 
was established. 


The applicant is also to say whether any individual, asso- 
ciation, or corporation holds control, as trustee or otherwise, 
over it. If control is so held, the name of the individual or 
trustee is to be given, also the name of the beneficiary or bene- 
ficiaries for whom the trust is maintained, and the purpose of 
the trust. 

Another schedule calls for comparative general balance 
sheets as of December 31, 1921, to 1931, inclusive, another calls 
for details of capital stock; of long-term debts; details of loans 
and bills payable; details of loans and bills receivable; whether 
the applicant is under obligation as guarantor or surety for the 
performance by any other corporation, association, firm, or in- 
dividual of any agreement or obligation; details of other unad- 
justed debits, details of other unadjusted credits; the par value 
of securities of other companies, owned, pledged, and unpledged; 
a comparative statement of the four years ended December 31, 
1931, of the amount charged to operating expenses under depre- 
ciation accounts, separately for way and structures and equip- 
ment, and the estimated amount of such charges for 1932, and 
subsequently by years during the period for which the loan is 
desired, an estimate of nonoperating income; of applicant’s 
probable fixed charges and appropriations of income and surplus 
for the year ended December 31, 1932; complete engineering 
estimates of costs and time required for completion, if a loan 
is requested for any construction purpose other than ordinary 
additions and betterments; and if an advance is requested for 
financing an ordinary program of additions and betterments, 
a list is to be given of all items invovling gross expenditures 
in excess of $10,000. 

The circular says the applicant should furnish a carefully 
prepared monthly forecast for 1932 showing the cash balance 
at the beginning of each month and the cash receipts and dis- 
bursements, stating controlling factors used in making esti- 
mates. The last part of the circular is devoted to what are 
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called the legal requirements in respect of applicants not 4 
receivership and applicants that are in receivership. 

It is admitted at both the Reconstruction Finance Corpo, 
tion and at the Commission that many applications for loa, 
have been filed by railroads with the finance corporation. Ry 
mates as to the total sum applied for by carriers, made by othe, 
than officers of the two agencies, run as high as $600,000,000, Ty 
undisputed fact, however, is that the staff of each organization, 
is being driven to great exertions to bring the applications to th, 
point where the Commission and the finance corporation may 
take final action, division 4 having had the question of loans t 
railroads added to its other work along finance lines. 

As much as possible the Reconstruction Finance Corporati 
is endeavoring to have applicants for loans go first to log 
agencies it has established throughout the country, in charge 
managers. Members of Congress, speaking for constituents 
however, are bringing many matters to the attention of th 
finance corporation. Officers of the agencies are in the Feder 
Reserve Banks or their branches. Herewith is a list of th 
agencies and their managers: 

Boston, Mass., Harry A. Saunders; New York, N. Y., Charl 
A. Miller; Philadelphia, Pa., O. Howard Wolfe; Cleveland, 0, 
M. J. Fleming; Richmond, Va., R. H. Broaddus; Atlanta, Ga, 
W. S. McLarin; Chicago, Ill., Howard Sims; St. Louis, Mo., 0. 
Atteberry; Kansas City, Mo., Roy L. Bone; Dallas, Texas, Warre 
Andrews; El Paso, Texas, E. W. Kayser; San Francisco, (Cal, 
Wm. A. Day; Los Angeles, Cal., F. C. Bold; Portland, Ore., R. B, 
West; Salt Lake City, Utah, W. L. Partner; Seattle, Wash., C.R 
Shaw; Spokane, Wash., D. L. Davis; and Minneapolis, Minn, 
Joseph E. Chapman. 

It is believed that in a short time the Commission will dis. 
close the plan under which it will handle applications by rail. 
roads for loans from the Reconstruction Finance Corporation, 
The disclosure may be in the form of a report, by division 4, on 
some of the applications. The law under which the Commission 
operates contemplates publicity as to its acts in the shape of 
formal reports. Applications for loans, it has been suggested, 
are so akin to applications for permission to issue securities that 
use by the Commission of the routine under which division 4 
disposes of finance applications would be the natural way for it 
to dispose of the work imposed upon it by the Reconstruction 
Finance Corporation act. That act makes no requirements as 
to how the Commission’s recommendations shall be made. 

Adoption of the formal report plan would mean to those 
familiar with the ways of the Commission, the creation of 4 
docket in which would appear the application and other papers 
pertaining to the case and the facts brought forward by the 
applicant railroad for the loan in question. 

Naturally the Commission not having the power to make 
an order in respect of an application for a loan, recommendations 
would naturally take the place of orders, the recommendations 
— for the guidance of the Reconstruction Finance Corpora 
tion. 


Early action by the Commission is expected on account of 
the need of many railroads for funds for purposes other than 
those of meeting their fixed charges. Money for them they are 
expected to obtain from the Railroad Credit Corporation or some 
source other than the Reconstruction Finance Corporation. It 
is believed that President Hoover is giving considerable atten 
tion to the operations of the Reconstruction Finance Corpora 
tion which, in the matter of loans to railroads dovetail in with 
the work of the Commission in the making of recommendations. 

Although Commissioner Meyer, chairman of division 4, would 
say nothing about it, a call at the White House on February 10, 
by him and by Commissioner Mahaffie, was deemed as having 
meaning in connection with the work of the Commission on loan 
applications. Commissioner Eastman, the other member of divi- 
sion 4, was out of the city at the time Commissioners Meyer and 
Mahaffie made their call. 


The Commission’s staff has been working on loan applica: 
tions ever since the Reconstruction Finance Corporation has 
been in existence. (See Traffic World, February 6, p. 285.) It 
is understood that some applications for loans were sent direct 
to the Commission before the legislation was in effect, so that 
the staff got an early start on the Commission’s part of the 
government’s plan for rendering frozen assets available for use 
in the shortest possible time, hence the thought that the public 
will know about the Commission’s recommendations in a rela 
tively short time. 

Additional agencies have been announced by the Reconstruc- 
tion Finance Corporation at New Orleans, La., with W. D. Davis 
as manager; at Houston, Texas, with R. F. Ford, as manager, 
and at San Antonio, with Otto Meerscheidt, as manager. 
































































COLLEGE OF ADVANCED TRAFFIC 
The graduating class of the College of Advanced Traffic, 
Chicago, will conduct a “mock” Commission hearing at ro 
o’clock, February 20, in the college rooms. Traffic men 40 
their friends are invited. 
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To All the World 


the roomy, deep-water harbor of Pensa- 
cola is a magic carpet whisking the goods 
of commerce to and from foreign lands... 
To the shipper, the Port of Pensacola is a 
model of efficiency. The Frisco’s wharves 
and dock warehouses provide ship-side 
delivery between train and steamer. 
Thru Frisco service speeds the land 
journey. Pensacola’s location, only 8 
miles from the open Gulf, shortens usual 
harbor delays. .. “Via Frisco Lines and 
Pensacola” is a preferred routing not 
only to South and Central America but 
to ports of the seven seas. 


Ss. S. BUTLER 


General Traffic Manager 
Saint Louis 
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Personal Notes 


Jule W. Felton, of Montezuma, Ga., has been appointed a 
member of the Georgia Public Service Commission, to fill the 
vacancy caused by the death of Commissioner Calvin W. Parker. 

Warren E. Fuller has been appointed assistant to vice- 
president, traffic department, Burlington, at Chicago. 

E. R. Gardner has been appointed freight traffic manager 
(rates), Mobile and Ohio, with headquarters at St. Louis. J. M. 
Simon has been appointed general freight agent (divisions), 
at St. Louis. 

Commissioner C. W. McDonnell, of the North Dakota com- 
mission, was elected alternate general chairman of the North- 
west Shippers’ Advisory Board at a meeting of that organi- 
zation in Minneapolis January 28. Commissioner Fay Harding, 
of the North Dakota regulatory body, was elected a member 
of the executive committee. 

Neal M. Leach has opened the Neal M. Leach General 
Shipping Agency, New Orleans, with sub-offices at Mobile and 
Houston. He will remain in an advisory capacity as _ vice- 
president of the Gulf-Pacific Line. 

Sales organizations of the New York Central, Big Four, 
and Michigan Central, at Chicago, have been consolidated under 
Mr. H. C. Carson, general passenger agent. The personnel is 
as follows: H.C. Carson, general passenger agent; Clare Harti- 
gan, assistant general passenger agent; C. A. Riebling, assistant 
general passenger agent; O. W. Crapser, division passenger 
agent; A. W. Emerson, district passenger agent; T. J. Bates, 
city passenger agent; J. F. Blake, city passenger agent; M. T. 
Crapser, city passenger agent; W. C. Hazard, city passenger 
agent; R. F. Martin, city passenger agent; L. W. Ollman, city 
passenger agent; J. L. Olson, city passenger agent; Allanora 
Shantz, passenger agent; B. H. Snyderworth, city passenger 
agent; W. E. Thomas, city passenger agent; F. S. Trudeau, city 
passenger agent; J. P. Hagerty, traveling passenger agent; 
T. P. Hegler, traveling passener agent. 

Following a meeting of the board of the Pennsylvania Feb- 
ruary 10, it was announced that the resignation of Charles E. 
Ingersoll, as a director, had been accepted. He has been a 
director of the company for the last twenty-five years, having 
been elected in 1907 to succeed A. J. Cassatt. 

E. H. Bowen, traffic manager, Kimberly-Clark Corporation, 
Chicago, died this week after a long illness in the course of 
which he had recovered a time or two sufficiently to permit 
him to attend to business. The original trouble was an attack 
of pneumonia. He was a member of the board of governors 
of the Traffic Club of Chicago. 

G. C. Randall has been elected chairman of the general 
committee of the transportation division, American Railway 
Association, succeeding C. B. Wright, who died. 

H. C. Mitchell has been appointed general freight agent in 
charge of solicitation, Virginia Railway, at Norfolk, Va. R. E. 
Ross has been appointed commercial agent at Detroit. 

Effective February 1 the title of John W. White, with the 
Alabama State Docks Commission, Mobile, was changed from 
that of assistant to the general manager to traffic manager in 
charge of solicitation and rates. 

Headquarters of J. F. Hickey, executive representative, M.- 
K.-T., have been transferred to St. Louis, and the scope of his 
activities extended to include the entire system. S. L. Altschuler 
has been appointed executive general agent, with headquarters 
at Kansas City. C. Haile, Jr., has been appointed executive 
general agent, with headquarters at Houston, Tex. 

C. P. Wilson has been appointed general northern agent, 
Fort Smith and Western, with headquarters at Chicago, suc- 
ceeding M. L. Schultz, resigned. Robert M. Tracey has been 
appointed general agent at Los Angeles, in charge of solicita- 
tion on the Pacific coast, succeeding Mr. Wilson. 





SOUTHWEST SHIPPERS’ ADVISORY BOARD 


The twenty-ninth regular meeting of the Southwest Ship- 
pers’ Advisory Board will be held at the Edson Hotel, Beaumont, 
Tex., March 3. Commodity committee reports estimating car- 
loadings for the second quarter of the year will be submitted, 
with reports of the railroads as to condition of equipment and 
other matters. Colonel W. E. Talbot, agency manager, South- 
land Life Insurance Company, and vice president of Progressive 
Texas, Inc., Dallas, will be the guest speaker. L. M. Betts, car 
service division, American Railway Association, will make a sur- 
vey of general transportation conditions, and R. W. Edwards, 
district manager, will discuss conditions in the southwest. R. S. 
Manley, President Texas Creosoting Company, Orange, Texas, 
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and chairman of the motor transportation committee, wil] p, 
sent a paper on highway transportation. Other reports ani 
routine matters will be handled. 


Doings of the Traffic Clubs 











































The next meeting of the Alumni Association of the Trag, 
Managers’ Institute of New York will be held at the Community 
House February 19. An interesting program of entertainmey; 
is promised and refreshments will be served. 









William F. Gleason, general agent, New York Central, at 
Erie, Pa., is the new president of the 
Erie Traffic Club. He started his rail- 
road career with the old Western New 
York and Pennsylvania at Buffalo, 
N. Y., his native city, moving west to 
Cleveland, where he was chief car 
record clerk in the western superin- 
tendent’s office of the Empire Line, 
becoming later city freight agent and 
traveling freight agent at Cleveland, 
city freight agent at Chicago, and gen- 
eral agent at Omaha and Indianapolis. 
In 1916 he was in the division freight 
agent’s office at Cleveland, later travel- 
ing freight agent and general agent at 
Grand Rapids, Mich., Toledo, Ohio, and 
Erie, Pa., to which last position he was 
appointed November 1, 1929. Aside 
from three years with an industrial 
firm in Buffalo he has spent almost 
his entire business life in the traffic department. 





C. D. Morris, assistant to chairman, Western Railways’ Con 
mittee on Public Relations, will be the speaker at a meeting of 
the Transportation Club of Des Moines February 15. Dinner 
will be served and there will be entertainment, followed by 
cards. Members of the club were invited to attend the annual 
dinner of the Des Moines Passenger Club at the Hotel Cham: 
berlain February 11. 





S. A. Campbell, of the Norfolk and Western, whose por 
trait is shown here, was elected president of the Winston-Salem 
Traffic Club at the annual election Jan- 
uary 26. He entered the service of the 
Norfolk and Western in 1891 as clerk 
for the Cumberland Gap Despatch, at 
Louisville, and was appointed agent in 
1899. He served in that capacity for 
a few months, after which he was made 
commercial agent for the Norfolk and 
Western at Louisville. He moved t0 
Winston-Salem in June, 1922, as divi 
sion freight agent, the position he now 
holds. The new club officers were it- 
stalled at the annual dinner, held at 
the Robert E. Lee Hotel, January 2. 
The meeting was sponsored by the At 
lantic Coast Line and the president 
of that road, George B. Elliott, was 
the principal speaker. Other officers 
are as follows: First vice-president, 
L. F. Owen, traffic manager, R. J. Re¥- 
nolds Tobacco Company; second vice-president, F. E. Cannot, 
general agent, Monon; secretary-treasurer, T. B. Jenkins, chief 
clerk, B. & O.; directors, W. L. Thornton, Jr., R. J. Reynolds 
Tobacco Company (chairman); J. A. Cooper, division freight 
agent, Southern Railway; G. F. Turley, general superintendent, 
Winston-Salem Southbound; J. E. Millis, vice-president, H. P. 
T. & D. Railway; C. W. Strickland, traffic manger, Proximity 
Manufacturing Company. 











The Industrial Traffic Club of San Francisco held a meetilé 
at the Commercial Club February 9. Legislative measures 
Congress with respect to transportation and other current mat: 
ters were on the docket for discussion. 





At a meeting of the Traffic Club of Wichita February il, P 
W. Curry, superintendent, Derby Oil Company, spoke on = 
Uses of Petroleum and the Methods of Refining It.” The t# 
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was illustrated. On February 18 at the regular luncheon of the 
club, J. C. Boyd, of Kansas City, will speak on “The Primitive 
Transportation of South Africa.” 

The Alumni Association of the College of Advanced Traffic, 
Chicago, will hold its monthly dinner and business meeting at 
the Morrison Hotel February 16. A good program is promised. 

The annual meeting of the Traffic Club of Denver was held 
at the Daniels and Fisher Tea Room February 12. Special en- 
tertainment was presented, dinner was served, and officers were 
to be elected. 

The Traffic Club of Kansas City held a joint luncheon with 
the North Kansas City Commercial Club at the Commercial 
Building, North Kansas City, February 9. Music was provided 
by the Wabash. A “George Washington Party” will be given at 
the Drexel Hall February 22. There will be food, entertainment, 
cards and dancing. At a luncheon set for February 29, Randall 
Jones, business man and lecturer, will speak on “Scenic Utah,” 
with moving picture illustrations. 

The eighth annual dinner of the Traffic Club of South Bend 
will be held at the Knights of Columbus Building February 18. 





The monthly meeting of the Traffic Club of the Brooklyn 
Chamber of Commerce will be held at the Elks’ Club February 
18. Dinner will be served. W. F. X. Geoghan, Kings County 
district attorney, will be the speaker. John H. McCooey, chair- 
man of the Democratic Executive Committee of Brooklyn, will 
also be a guest. 





At the dinner meeting of the York Traffic Club at the Hotel 
Yorktowne February 11, James Rudisell, president, York Print- 
ing Company, spoke on “A Great Transportation Project.” <A 
moving picture, “Many Cargoes,” was presented by the Williams 
Steamship Corporation. 





J. A. Masterson, director of physical education, College of 
St. Thomas, spoke on “Your Business, Your Health,” at a 
luncheon of the Transportation Club of St. Paul at the Hotel 
Lowry February 9. Musical numbers were presented. 





At the annual election of the Milwaukee Club at the Plank- 
inton Hotel February 2 the following new officers were elected: 
President, Oscar M. Bonesho, traffic manager, Hummel and 
Downing Company; first vice-president, A. C. Ladwig, division 
freight and passenger agent, C. & N. W.; second vice-president, 
Geo. Heiden, purchasing agent, Shadboldt and Boyd Company; 
third vice-president, E. E. Ross, agent, C. M. St. P. & P.; secre- 
tary-treasurer, E. A. Rueber, traffic manager, Vilter Manufac- 
turing Company; directors (three years), H. C. Stadler, com- 
mercial agent, C. & O.; A. M. Shaad, traffic manager, Pabst 
Corporation; (ex officio member), F. J. Burkard, assistant gen- 
eral freight agent, C. N. S. & M. 





The Grand Rapids Transportation Club will celebrate the 
bi-centennial of the birth of George Washington at its monthly 
meeting February 18. Colonel John G. Emery, former national 
commander of the American Legion, will give an address on 
“The Father of Our Country.” The meeting has been set aside 
in honor of A. Z. Mullins, division freight agent, Grand Trunk 
Railway, Grand Rapids, who, after forty-eight years of service, 
will retire February 15. 





At the annual meeting of the Greater Binghamton Traffic 
Club the following officers were elected: President, W. O. Cooper, 
Agfa Ansco Corporation; vice-president, C. L. Post, Fairbanks 
Company; treasurer, John Simmons; secretary, William Terray; 
trustees, W. J. Symington, A. C. Puscher, A. W. Michelbach and 
T. A. Kohn. After a short business session the members were 
entertained by Clyde Powell, director of personnel, Endicott 
Johnson Corporation, known as the “Endicott Johnson Mystery 
Man,” assisted by C. “Burt” Williams of the Chicago North 
Western. 





Harold W. Roe, executive vice-president of the Associated 
Traffic Clubs of America, was one of the speakers at a meeting 
of the Traffic Club of Dallas at the Adolphus Hotel February 8. 
A talk was made also by R. T. DuBose, assistant general freight 
agent, M. K. & T., at Dallas. 





At a meeting of the Women’s Traffic Club of Greater New 
York, at the Fifth Avenue Hotel February 9, a moving picture, 
“Whaling Activities in the Ross Sea,” was shown, through the 
courtesy of Karl R. Elder, traffic manager, Procter & Gamble 
Company. There was a musical program and final arrangements 
were made for the first annual dinner dance of the club, to be 
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held in the club rooms of the Traffic Club of New York, Patt 
Central Hotel, February 13. 





Charles Francis Coe, writer, will be guest-speaker at thy 
twenty-fifth annual dinner of the Traffic Club of New York y 
the Commodore Hotel February 20. His subject will be “Cring 
in America.” 





“Stag Night” was observed by the Traffic Club of Qh 
in its club rooms with dinner and entertainment February ll 
Bridge followed the dinner and entertainment. 





At a dinner meeting, in lieu of its annual banquet, Feb 
18, the Traffic Club of New England will have as its speake 
John J. Pelley, president of the New Haven. A musica] Dro 
gram has been arranged. - 





Round table discussion and a checkup on local transport 
tion problems will feature a meeting of the Bridgeport Traffy 
Association at the Algonquin Club February 15. Officials of local 
— companies have been invited. Dinner will , 
served. 





The annual ball of the Twin City Women’s Traffic Club wa 
held at the Leamington Hotel, Minneapolis, February 6, With a 
good attendance. Music was furnished by the Traffic “Club 
Orchestra. Miss Edith Krogh, of the Soo Line, Minneapolis, wa; 
general chairman in charge of arrangements. 





At a “Foreign Trade Night” of the Pacific Traffic Associz 
tion at the Palace Hotel, San Francisco, February 9, an address 
was made by C. H. Cane, British consul, on “Commercial Reh. 
tions of California and Great Britain,” in addition to the addres 
by Paul Page Whitham, previously announced. A short pro- 
gram of entertainment followed the talks. 





The annual business meeting and election of the Women’s 
Traffic Club of San Francisco will be held February 18. 





The Traffic Club of Philadelphia has elected the follow 
ing officers: President, W. McCrackan, general agent, Wabash; 
vice-president, Alan Browning, general agent, Central of 
Georgia; E. C. Carson, district traffic manager, General Electric 
Company; O. J. Davies, traffic manager, RCA-Victor Company, 
Inc.; J. B. Dwyer, general agent, New York Central; Allen H. 
Murphy, general agent, C. M. St. P. & P.; secretary, W. H. 
Montgomery, freight representative, Pennsylvania; treasurer, 
James T. Kernan, secretary, Maritime Exchange; historian, 
George J. Lincoln, assistant general agent, C. M. St. P. & P; 
directors, Barton M. Croll, assistant general freight agent, Read. 
ing; O. W. Harris, general agent, C. O. Ry.; F. L. McManus, 
vice-president, General Refractories Company. 





A luncheon and entertainment will be given by the Ind: 
anapolis Traffic Club at the Lincoln Hotel February 18. There 
will be round table discussion. 


NEW COMPLAINTS FILED 


No. 24002. The St. Paul Live Stock Exchange, S. St. Paul, Minn., ¥s 
Cc. M. St. P. & P. et al. : 
Rates, live stock, from twenty-nine states to S. St. Paul, Min. 
in violation sections 1, 2 and 3, preference alleged being in favor 
of Milwaukee, Omaha, Sioux City, Sioux Falls, Chicago and other 
live stock markets, packing houses, and other points of delivery 
throughout the west. Asks rates and reparation. F 
No. 24662. Sub. No. 1. The St. Joseph Fuel Oil & Manufacturing Co. 
St. Joseph, Mo., vs. A. T. & S. F. et al. i 
Rates, oil distillate, points in Kan. and Okla. to St. Joseph, in 
violation section 1. Asks for rates and reparation. 
No. 24877. Sub. No. 2. Blanca Trading Co., Sierra Blanca, Tex. Vs 
A. T. & S. F. et al. - 
Unreasonable rates, lump coal, points in Colo. and N. M. 
Sierra Blanca, Tex. Asks rates and reparation. 
No. 24957. Sub. No. 1. Penn Anthracite Mining Co., Scranton, Pa 
vs. D. & H. et al. ’ F 
Rates, anthracite coal, Scranton, Pa., to Bayonne, N. J. = 
other points in the metropolitan area in violation sections 1 om 
3, undue prejudice charged being in favor of competitors on a 
D. & H. and the Central of New Jersey, including D. & H. grou? 
A mines. Asks rates and reparation. 1 
No. 24997. Hansen Packing Co., Butte, Mont., vs. C. B. & Q. et anew 
Rates, dressed beef, and dressed lambs, Butte, Mont., £0 its 
York, N. Y., in violation sections 1 and 3, preference alleged e 
for competitor at Salt Lake City, Utah. Asks reparation. tal 
No, 24998. The Pullman Laundry, Pullman, Wash., vs. B. & O. Pa. 
Unreasonable rates, glass cleaning machine, Philadelphia, +4 
to Pullman, Wash. Asks reparation. 
No. 24999. Capitol Fuel Co., Cleveland, O., vs. N. & W. et al. nicago 
Unreasonable rate, bituminous coal, War, W. Va., to C “ 0 
Ill. Ask for order requiring carriers to desist from attemp 
collect undercharges. . eans 
No. 25000. In the matter of loading and unloading freight by mtive 
of hand cranes, electric cranes, electric gantry cranes, locom 
cranes, derricks, and by other means. ; 
This is investigation instituted by the Commission into t 
ject indicated. I. and S. No. 3684, use of cranes at Penns 
Railroad stations, made a part of the investigation. 
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New Low Level 


COAL PIER 


Now in Operation at 


NEWPORT NEWS 


Here is one more notable achievement siveness and service. This new pier 
that is earning for Chesapeake and Ohio prevents coal degradation and makes 
an outstanding reputation for progres- possible one handling only. 
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CHESAPEAKE and OHIO 


The Road That Service Built 








Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of re ay ve mee herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Rule 34 of Classification 
in Connection with Rule 10 of Classification 


New York.—Question: We would appreciate your opinion in 
connection with combining in a mixed carload, 15,000 pounds of 
machinery, which is rated 5th class carload, minimum 24,000 
pounds, subject to Rule 34, along with a freight truck, 5,400 
pounds, rated 1% times first class, L. C. L., and 2nd class car- 
load, minimum 12,000 pounds. The truck has mounted thereon 
machinery taking the first mentioned ratings. 

Because of the lengths of the individual pieces involved, 
nothing shorter than a 40 ft. car would be sufficient to combine 
the entire shipment in one car. Our question is, if we combine 
them, what would be the most economical basis for the assess- 
ment of freight charges? 

If we ordered a 40 ft. car, which, under Rule 34, would 
call for a minimum of 26,880 pounds, could we rate the ma- 
chinery as 24,000 and the truck at less carload rate at actual 
weight which we might also accomplish if we shipped the truck 
less carload on a separate bill of lading or would the entire car 
be charged for on the basis of 26,880 pounds at 2nd class rate? 
The main difficulty arises out of the requirements of Rule 34. 

Answer: The fact that charges on a mixed carload ship- 
ment are computed in accordance with the provisions of Rule 
10 of the Classification, Section 4 thereof, does not make inap- 
plicable the provisions of Sections 1 and 6 of Rule 34 of the 
Classification thereto, and therefore the shipment would be 
subject to the carload rate at the minimum for a 40 ft. car 
on the machinery and the L. C. L. rate at actual weight on the 
truck, if lower than charges based on the second class rate 
on the entire weight of the shipment. See Globe Machine & 
Stamping Co. vs. N. Y. C. R. R. Co., 139 I. C. C. 357, and Bryant 
Paving Co. vs. C. B. & Q. R. R. Co., 153 I. C. C. 799. In 
the latter case the Commission said: 


The applicable charges on continuous through shipments from 
Waterloo to Readland over the route of movement were those at the 
class A rate of $109 on contractors’ outfits, minimum 24,000 pounds, 
subject to rule 34, which provides a weight of 26,880 pounds for the 
size of car used, and at the double first class rate of $4.08 on one 
truck subject to a minimum charge of 4,000 pounds at the first class 
rate of $2.04. Complainant contends that the latter rates were ap- 
plicable, plus a diversion charge of $2.25. * * * 

_ Rule 10 of the governing classification provides in substance that 
mixed carloads shall be charged the highest rate and be subject to 
the highest minimum weight provided for straight carloads of any 
article in the mixture, provided, however, that if lower aggregate 
charges result by technically excluding any of the articles from the 
mixture and applying to them their less-than-carload rates, collec- 
tion must be made on that basis. Accordingly, the lowest applicable 
aggregate charges from Waterloo to Dermott were those at the class 
A rate of $1.045 on the outfit, minimum 26,880, and at the double first 
class rate of $4.08 on the weight of the truck, which results in the 
same charges on the truck as those based on the minimum charge 
computed at the first class rate, minimum 4,000 pounds. The appli- 
cable charges to Dermott were $362.50. 


Tariff Interpretation—Mixed Carload Ratings on Furniture and 
Files, Pockets, etc. 


Ohio.—Question: In Supplement 6 to Consolidated Freight 
Classification No. 6, page 50, item 10, there is provided the 
privilege of mixing with carloads of iron or steel filing cabinets, 
with hollow walls or with solid walls, less than one inch in 
thickness, such articles as letter files, paper index guides, 
paper cards, etc. The same holds true in connection with 
Item 11, covering filing cabinets with solid walls one inch or 
more in thickness. On page 52, item 4, of Supplement 6, this 
same privilege is accorded in connection with carloads of 
metallic desks. 

In shipping a mixed carload of steel filing cabinets and 
steel desks, wherein the mixing rule as shown on page 242, 
item 9, of Consolidated Freight Classification No. 6, is used, 
can we include in this car letter files, paper index guides and 
paper cards not to exceed 20 per cent of the total weight of 
the cabinets and desks, at the carload rate applicable on the 
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mixture of filing cabinets and desks under the mixing 
carried on page 242, item 9? 

Answer: The mixing item, to which you refer, proy 
that “Mixed carloads of two or more articles as specified yp 
furniture, taking different C. L. minimum weights higher 4 
12,000 Ibs. * * * will be taken at the highest rating pro 
for carload quantities of any article in the shipment.” 

Letter, invoice or document files, pockets or boxes and; 
other articles for which ratings are provided when in mp 
carloads with filing cabinets and desks are not rated under} 
heading of furniture in the classification, and in our opin 
these articles may not be included in a mixed carload under} 
ratings provided in Item 9, page 242 of the Classification, 


Conversion—Liability of Carrier for, Where Notify Party 4 
Paid Draft and Tendered Order Bill of Lading 


New Jersey.—Question: I would appreciate your advis; 
the law in the following case: 

A contracted to sell a carload of merchandise to B. Int 
meantime, the price of the merchandise had advanced to neg 
double the contract price to B. By mistake of A, the ors 
for B was entered as an order for C and by mistake was ship» 
to C, consigned to order of A, notify C. A draft for the pri 
of the merchandise as contracted to B was attached to ¢ 
order notify bill of lading and when C was notified he pj 
the draft demanded the merchandise from the railroad. In t 
meantime A had instructed the railroad company not to deli 
the merchandise to C and to return the merchandise to t 
shipper A, which the railroad company did, claiming that t 
shipment was not intended for C. 

Had the railroad a right in this case to refuse delivery, 
shipment to C upon presentation of the order notify bill of la 
ing properly endorsed? 

A contends that there was no contract between them a 
C because there was no meeting of the minds and therefore { 
had no right to the goods and A had a right to demand th 
railroad to return the shipment. 

My idea is that there was a contract which I believe aro 
in this manner. When A prepares an order notify bill of lai 
ing and endorses it, he offers this document, representative 
the goods, for sale to the party who will pay him value fo 
the document and the party who pays value therefor is a 
titled to the goods and if, as in this case, A made a mistakt 
in forwarding the shipment to the wrong party, he should suff 
because of his mistake. 

Will you please advise whether or not in this case C ha 
a cause of action against the railroad for its refusal to delive 
the shipment upon presentation of the original bill of lading ani 
whether C gained title to the goods because of the negotiation 
of the bill of lading, giving authority therefor and citations! 

Answer: Section 8 of the Bill of Lading Act provides tha 
a carrier, in the absence of some lawful excuse, is bound t 
deliver goods upon a demand made either by the consignee 
named in the bill for the goods or, if the bill is an order bill 
by the holder thereof, if such a demand is accompanied by 
possession of the bill of lading and an offer in good faith to 
surrender, properly endorsed, the bill which was issued fo 
the goods, if the bill is an order bill. 

Section 9 provides that a carrier is justified in deliveri 
goods to one who is the person in possession of an order bill fa 
the goods, by the terms of which the goods are deliverable t0 
his order. 

Section 10 provides that where a carrier delivers goods t 
one who is not lawfully entitled to the possession of them, tl 
carrier shall be liable to anyone having a right of proper! 
or possession in the goods if he delivered the goods othe 
than as in Section 9; and, though he delivered the goods # 
authorized in Section 9, he shall be so liable if prior to such 
delivery he had been requested, by or on behalf of a persd 
having a right of property or possession in the goods, not ! 
make such delivery. 

Sections 17 and 18 provide the method of procedure on the 
part of a carrier where more than one person claimed title 
or possession of the goods. 

Under the provisions of Section 10 the carrier is justified 
in delivering goods to the true owner or to the person entitle 
to their possession regardless of the bill of lading. (See Bani 
vs. C. M. & St. P. Ry. Co., 179 N. W. 899, and Turner Lumb 
& Investment Co. vs. C. R. I. & P. Ry. Co., 34 S. W. (2d) 100) 
In the latter case the court said: 





















































































A reading of the Federal Bill of Lading Act shows that it makes 
no effort to define ‘a person lawfully entitled to the possession © 
the goods” and ‘‘a person having a right of property or possess 
in the goods,’ mentioned in sections 9 and 10. Therefore, ong 
such a person must be determined by other law and, whether 
shall apply to the solution of the question the rules laid down 
the federal or those enumerated by the courts of Missouri, ca 
terms of the Uniform Bill of Lading Act (and whether that act ri 
intended to apply solely to intrastate shipments), we are not 
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arketing Plans 


N modern marketing everything hinges upon delivery of goods. A demand 


created for goods not obtainable is an economic waste. Certainty of 


delivery is imperative. 


That is why so many shippers of merchandise—whether it be apples 
or tractors—to the great Northwestern Empire served by the Soo Line 


route their freight in care of the Soo Line. 


Experience has shown these shippers that Soo Line service may be 


depended upon. That merchandise shipped via the Soo Line reaches its 


destination on time. And in tip-top shape. 


For more than forty years the Soo Line has been rendering this 
service. If you have never shipped via the Soo Line, try us out. You will 


profit by the experiment. 
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POOLE BROS. INC., CHICAGO. 


-— YOUR FREIGHT CARE OF 500 LINE 


















PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
is serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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upon to decide, for the reason that the federal rule and the Miggy, 
rule in this respect is the same, that is, as before stated, that . 
the goods are sold upon condition, that condition must be performe 
by the purchaser before title to the goods passes, and that it iy 
perfect defense for the carrier to show that it has delivered the g 
to the true owner or to the person entitled to their possession regari. 
less of the bill of lading. Nanson vs. Jacob, 93 Mo. 331, 6 S. W 24: 
Buschow Lumber Co. vs. Hines, 206 Mo. App. 681, 229 S. W. 451; Con, 
tinental National Bank vs. Trust Co., 4 Fed. (24) 219; In re Tay, 
7 Fed. (2d) 447; McMahen & Sons vs. R. Co. 16 Fed. (2d) 698; 10¢ 
J. pp. 204, 261, 262. 


We are of the opinion that there was a passage of tit) 
from A to C which compelled the carrier to, upon the prege. 
tation of the order notify bill of lading by C, deliver the goog 
represented thereby to C. Means vs. Randall Bank, 146 U,g 
20, 2 S. Ct. Rep. 186; De Wolf vs. Gardner, 12 Cush. (Mags) 
19, 59 and 165; National Newark Banking Co. vs. Delaware 
etc., R. Co., 70 N. J. L. 774; 58 Atl. 311. See, also, Pampa Graiy 
Co. vs. Oklahoma City Mill, etc., R. Co., 248 Fed. 477, certioray; 
denied 248 U. S. 582, 39 S. Ct. Rep. 287; Treadwell vs. Angh 
American Packing Co., 13 Fed. 22; Peoples National Bank y, 
Mulholland, 224 Mass. 448, 113 N. E. 365, holding that if th 
buyer obtains possession of the goods without payment of the 
draft he does not thereby acquire a right of property, but that 
when the draft is paid by the buyer and the bill of lading 
delivered to him, the property in the goods passes. 

While A may have a right of action against C for the dit. 
ference between the amount of the draft and the contract price 
of the goods or the reasonable value thereof in the absence of 
a contract price, in so far as the carrier is concerned it is ow 
opinion that the carrier is liable in conversion to C for the 
value of the goods. White vs. Ayer, etc., Tie Co. 116 S. W. 
249; Gulf, etc., R. Co. vs. Hughes, 133 S. W. 719. 


MISSOURI PACIFC TO LAY NEW RAILS 


Authority has been granted for laying 35 miles of new rail 
on Texas properties of the Missouri Pacific Lines at a cost of 
approximately $400,000, according to an announcement by Pres. 
ident L. W. Baldwin. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to bh 
sure their tariff files are up-to-date. 
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WHERE WATERWAY — RAILWAY — HIGHWAY MEET 
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Careful Handling! 


HIPMENTS north or south, east or west, via The photo- 

* * a . . graph above 

this water, rail and highway terminal benefit Shows our 
through our skid handling. Between unload- method of 

ing and loading, goods remain on skids. Consider handling 
Ww 


at this means toward the welfare of your ship- Note how 
ment. Route it this way. Make use of our facilities. these sackso 
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Write for full particulars. ere 

skids, being 

MEAD JOHNSON poved she 

TERMINAL CORPORATION lift trucks. 

J. D. BEELER, V. Pres. 
1830 W. Ohio St. 

i EVANSVILLE, IND. i 
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PORT OF STOCKTON 


California’s new inland waterway 
will be completed this fall 


PUBLIC BELT LINE NOW UNDER 
CONSTRUCTION 


10,000 ACRES AVAILABLE FOR 
WATERFRONT INDUSTRIAL SITES 


24 MILES OF POTENTIAL 
WATERFRONTAGE 


NOW IS THE TIME TO INVESTIGATE 
THESE LOGICAL FACTORY SITES 

























For further information 


CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 





This map indicates Port Stockton’s ideal location as is served by three transcontinental railways; has the 
” the logical distribution point of the great western advantages of low power rates, municipally owned 
Y territory. Stockton, only 90 miles from San Fran- belt line, marvelous highways and a back country 
" cisco, is situated in the center of the great valley and rich in minerals, timber. 


Te your “Orders taken by your salesmen 
SHIPPING ROOM 
in the Heartof ~~ . 


tomers loeated in greater New 


GREATER NEW YORE yor. cong tetana, westenester 


Fe ee: oe He ae, Bae | County, Hudson River Valley 


points as far north as Albany 
and Troy, northern and cen- 
tral New Jersey and Connee- 


tieut. Save money by consoli- 







dating L. C. L. shipments into 







earloads, consigned to us for 


immediate distribution. Un- 


LACKAWA 


TERMINAL WAREHOUSES } 
JERSEY CITY, N. J. 





excelled warehousing facil- 


ities. Lowest Insurance rates.”’ 
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Did HOUSTON 


become America’s 6th 
Port in 10 Years? 
Only Cold Facts Can Answer 
This Pertinent Question 
Properly! 


It is most ideally located as a clearing 
house for the great producing and 
industrial mid-continental area. 


It is 50 miles inland on the famous 
Houston Ship Channel, thus effecting 
large savings on rail costs yearly. 


Its port expenses are uniformly lower 
than others on the gulf coast. 


Its big port is modern and offers every 
advantage for speed, safety and 
economy; while its splendid channel, 
950 ft. wide and 30 ft. deep is one 


of the finest in the country. 


19 railroads from every part of 
America link with 62 steamship lines 
that sail to every part of the globe. 


Only Because Houston Has Served America 
Better, More Efficiently and Economi- 
cally as a Port Has It Achieved Such 
Unprecedented Success. 


Learn more about Houston 
through the pages of the 
Houston Port Book and Port 
Register. Sent without ob- 
ligation at your request. 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON .. . TEXAS 
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Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (s) 
been added since the last issue of The Traffic World. New a 
ments now on the Commission’s docket of dates later than 
shown will not bear asterisks when they do appear. Cancelis 
and postponements announced too late to show the change jp 
Docket will be noted elsewhere. 


oon _ 15—Washington, D. C.—Commissioner Porter and Exg 


12964—Consolidation of Railroads (in the matter of Consolidation 
railway properties of the U. S. into a limited number of sys 
(adjourned hearing). 


February 15—Washington, D. C.—Examiners J. P. and L. P, kg 
Finance No. 4063—Excess income of Ark. & La. Mo. Ry. 
Finance No. 3820—Excess income of Themansfield Ry. & a 
Finance No. 8388—Excess income of a & S. E.R, 

Fore 15—Argument at Washington, D. C.: 
24209—-Western Pacific R. R. Co. vs. N. W. Pac. -.. ‘." et al. 
24220—Canada Dry Western Sales, Inc., vs. I. H. . R. et al, 


February Png O.—Examiner Mattingly: 

1. & > 4 » part 11 (stone)—Southwestern rates. 

1. & S. 3478 (and ist and 3rd sups)—Stone, granite or marble 
from, and between points in southern territory. 

22959—Stone Mountain Granite Corp. et al. vs. 1 Ry. et 

23610—Vermont Marble Co. vs. B. & A. R. R. et al. 

23683—H. E. Fletcher Co. et al. vs. B. & M. R. R. et al. 

23673—Vermont Marble Co. of Texas et al. vs. A. G. . R. R. et 

24037—National Granite Commission vs. A. & R. R. R. et al, 

24349—Indiana State Chamber of Commerce vs. A. & W. Ry. ¢ 

1. & S. 3584—Stone in Arkansas and Oklahoma. 

24304—Hildreth Granite Co. vs. B. & M. R. a ¢ t al. 

24096—Acme Cut Stone Co. et al. vs. B. & O. ~/ et al. 

24600—Cast Stone Institute vs. A. & W. tLe et al. 

24581—Mason City (Ia. -e of Commerce for Mason City ¢ 
Stone Co. vs. A. & ey.¢ 

24429—Rockwood Alabama S$ oe Co. vs. G. & S. > R. > et al. 

24891—-Victor Oolitic Stone Co. vs. C. I. & - 

24892—-Alberene Stone Co. vs. A. & R. R. 

February 16—Argument at Washington, D. Ay 

~~ Telephone Co. vs. Southwestern Bell Tek 
phone C 

Fourth Section Application No. 14404—Class and commodity rate 
in Pacific coast territory via Bieber, Calif. 

Finance No. a naa & Southern Ry. proposed abandonmen 

Finance No. 8810—C. G. W. R. R. et al., abandonment. 


February bs ab soap at Washington, D. .: 
24232—-Mount Royal Rice Mills Ltd., et al. vs. S. P. > ¢ al, 
=e Roll & Steel Foundry Co. et al. vs. N. Y. C. RH 


24291—-National-Erie Co. vs. N. Y. C. R. R. 
Finance No. 8448—T. & P. Nor. Ry., construction. 


February 18—Washington, D. C.—Examiner Disque: 
24956—Great Northern Ry. et al. vs. S. P. Co. et al. 


February 18—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14578, filed by J. A. Streyer, Amer 
ican Short Line Railroad Association. 


February leg jee at Washington, D. C.: 
23980 (and Sub. 1)—D. L. & W. Coal Co. vs. C. R. R. of _N. te 
= & Hasslacher Chemical Co., Inc., vs. N. Y. 


al. 
24051 E. Kahn’s Sons Co. et al. vs. B. & O. R. R. et al. 


February 18—Jackson, Mich.—Examiner Molster: 

Finance No. 9034—Joint application of Michigan Central R. R,, N 
7G & B., anadep FT. & M. R. “" for authority to abandon @ 
that part of the railroad of the D. & M. R. R. between 4a con 
dec. Mi _— the railroad of Battle Crenk & Sturgis Ry. and Dum 

ee ch. 


February 23 to 26—Pittsburgh, Pa.—Examiner Berry: 

Ex Parte 104, railroad fuel, part 1 (as to): Pittsburgh & West Vir 
ginia aa _Monangahela "Ry.; Montour R. R.; Bessemer & 
Erie R. R.; Union R. (of Pennsylvania) ; Lake Terminal R. 2. 
| lg "& South deere ei Monongahela Connecting R. 
Conemaugh & Black Lick R. R.; Pittsburg, Shawmut & Northen 
R. R.; Pittsburgh & hy R. R. 


FOR CARLOAD 
SHIPPERS 


Get this informative booklet for your 
shipping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
ge kinds of manufactured products. 
resents the complete story of Acme 
UNIT. LOAD, showing how it prevents 
damage and brings many real shipping 
economies. 


No obligation. Write today. a9 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 
CHICAGO, ILLINOIS 


NURUNNOONSENOGHANEANASRADOOOEONECCEREAECUOEEAAcCuOROONEaCEHHULUouecenNecddonnoeeencceronentecensnasunuccececconsoncesccersnice 
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Mighty Fine 
Investment 


Good business years ago inaugurated 
the regular two-week sailing sched- 
ule of the American Mail Line Presi- 
dent Liners to the Orient. Shippers 
appreciate knowing just exactly when 
their merchandise will depart and ar- 
rive. Excellent equipment both at dock 
and aboard ship assures you of the 
splendid care of our merchandise. The 
speed of President Liners has become a 
factor on the Pacific. Specify American 
Mail Line. 


A fleet of express Cargo Liners further 
augments this service to Japan, South China 
and the Philippines. 

For information, apply desk No.6 


32 Broadway 

1714 Dime Bank Bldg 

110 So. Dearborn St 

Union Trust Bldg. Arcade 
General Freight Office 


1519 Railroad Ave. So Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston . . - +++ Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Distribution 


Distribution—Storage— 
orwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 
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CALMAR LINE 


INTERCOASTAL SERVICE 


SAILED | SAILED |Feb. seb. 11/Feb, 13/Feb. 17/Feb. 19 
7 | SAILED [Feb. ° ° ° 


ay 4|)May 
ay 12)/May 14|May 18|May 20 
27|May 29) 3iJune 5 


Wabteet s to - oem without notice) 


Shippers and receivers are 
always unanimous in their 
praise of the exceedingly 
satisfactory handling by 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


were & McCORMACK CO., INC., SWAYNE & HOYT, INC., Agents 
Gen. Agts Los Angeles, Cal., 410 tae of Com- 


Baltimor ma. ‘49 {5 S. Gay St. merce Bidg. 
Chicago, fil. Oakiand, Cal-. ist and Market Sts. | 


nicage, JF D st. 
D 3 mick. ‘gook-2 industrial Bk. Bidg. Portland, Ore., 917 Board of Trade. Bidg. 
Broadway San Francisco, Cal., 215 Market Street, 


H 

3 

z 

Hy 

| New 
Philadelphia. P Bourse Bldg. Matson Bid 
Pittsburgh, Pa., & ype Bidg. Seattle, Wash. es "1519 Railroad Ave., South 

i Regular Piers 

H 

i 


Atlantic Coast Pacific Coast 
Los Angeles—230-B Terminal Isiand 
Baltimore—Pier 7, Port Covington, West- Oakland—Howard Terminal 
ern Md. Ry. a a 


San Fran ler No. 
Philadelphla—Pier 27-N, Reading Co. Seattio—Atlantle Dock Terminal 


uaNUEOONOeEADNAHAONCEOONeCONEESHOOCecoDOcenouseonooeensoueenonnosetocooeseos gouges tesonensononconanecnooecececesseueesoensssnesenonessonscnsoennsgen( vannnevonneneneseanenestony 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 


Pennsylvania . Feb. 20; Apr. 2 Virginia . . . Feb. 27; Apr. 9 
California . . Mar. 5; Apr. 16 Pennsylvania. Mar.12; Apr. 23 
Virginia . . . Mar.19; Apr. 30 California . . Mar.26;May 7 


and Fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie fine 


* ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 
61 North River, New York Gar 1 Beton, Now Tok Cy 


Pier 

West 28rd St. CHelsea 8-6760 

untiatt ASt mere” piteat eaten 
ss. Angeles, 548 8. 


San Francisco, 687 Market Los 
San Diego, 1080 
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February 23—Raleigh, C.—Examiner Hosmer: 
21665 (and Sub. 
Ry. et al. (further hearing). 


February 23—Deer River, Mich.—Examiner Molster: 


hx. C. Corporation Commission vs. A. C. & Y. 


The Traffic World 


Finance No. 8770—Application Minneapolis & Rainy River Ry. for 


permission to abandon its railroad. 
February 24—Washington, D. C.—Examiner Davis: 


* Finance No. 9127—Application Indiana Bell Telephone Co. for a cer- 
tificate that the acquisition by it of the properties of the Law- 


TRAFFIC MANAGERS 


BISHOP & BAHLER Traffic 
and 
Commerce 


Specialists 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Censolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


RICHMOND. VA. | 


Storers, Distributors and Forwarders 
of General Merchandise 


i 175,000 Square Feet Floor Space 
le ee Sprinkled Buildings 
ws pe Southern R. R. Siding 20 Ins. Rate 


42 Virginia Bonded Warehous 
LAA Viesnin Bonde seetene Cup. 


Merchandise Storage 
Most Modern Warehouses in 

Chicago, Kansas City and Los Angeles 

CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing Pe in One Book! 
‘or Sample Shee 


G. R. R. Leonard & Co. 


155 N. Clark St. 15 E. 26th St., New York 


| 
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rence Telephone Co. will be of advantage to persons to 
service is to be rendered and in the public interest. 
Peecuery ~~ B-y D. C.—Examiner a: 
23980 (Sub. 2)—D. L. & W. Coal Co. vs. C. R. of N. J. et a 
February 24—New York, N. Lohse der % secre - oe 
24825—Stock acquisition by C. R. L & P. Ry. and St. 
aw 4 24—Minneapolis, Minn. —Seraminer Pyne: 
- & S. 3659—Potato rates in W. T. L. territory. 
salman 24—Argument at Washington, D. C.: 
Finance No. 4120—Excess income of Port Huron & Detroit R. p 
February 25—Argument at Washington, D. C.: 
Finance No. 8552—Excess income of Pittsburg & Shawmut RR 
February 25—Washington, D. ir ara Curtis: 
24717—Southern Cement Co. vs. A. G. S. R. R. et al. 
February 26—Argument at Washington, m C.: 
18635—In the matter of application of G. N. Ry. for an order req 
ing Nor. Pac. Ry. to grant G. N. Ry. use of certain term) 
facilities at Seattle, Wash. 
23946—Southern Pacific Co. et al. vs. A. T. & 8S. F. Ry. et al, 
February ig ee Minn.—Examiner Molster: 
Finance No. Application M. R. L. & M. Ry. for authority 
abandon its railroad. 


G. M. & N. YARDS AT NEW ORLEANS 


PR 


L.-S. F. 





TS RLTAS 


The accompanying picture shows the strategic location 
the new Gulf, Mobile and Northern (Burlington) freight y 
in New Orleans, which were opened February 1. The aerial 
view shows the Mississippi River in the foreground, the lock 
of the Industrial Canal, the Dock Board Poland Street whs 
and turning basin, and, in the background, the slips for 
new piers now in process of erection. The material remo 
by dredges in the digging of the slips was used for filling am 
leveling the grounds occupied by the new freight yard, whit 
adjoin them. The cleared space in the aerial view is the jy 
location. The yard is between the Louisville and Nashvil 
crossing and the bridge across the canal for the Southern 
way extension to Port Chalmette, below the city. The yate 
operation is by the New Orleans and Great Northern Railroad 


control of which was acquired by the Gulf, Mobile and Norther 
The piers are being erected by the Board of Port Commissioners 


ATTORNEYS AT LAW PRACTICING BEFORE THE INTERSTATE COMMERCE COMMISSION 


HARRY C. AMES 


ATTORNEY AT LAW 
Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


Warenauay 
Union Crry 
NaAUORT UCK 
Bracow Fats 
SEYMOUR 
ANSONIA 
2enay 


iW Hey 
‘a a a) y 


THRU RATES 


New Haven 


ROUTE 


H. D. DRISCOLL 


Commerce Counsel 


and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office: 
709-10 Cotten-Grain Exchange Building 


Porar Cries : 
Iusano CiT1es Fy 
—-—-—BSoar Lines 
Truce Lines 


Connecricur 


PAYSOFF TINKOFF 


ATTORNEY AT LAW A 
CERTIFIED phe ACOOUNTANT (ILL.) 
SPECIALIZING IN 
INTERSTATE COMMERCE CLAIMS 
AND FEDERAL TAXES 


1540 BUILDERS’ BUILDING 


QPorwan 


QWiceremune _BIamessow London and Norwich, Conn. 

5 iWeuneoan 

H ye onal 
romans 


SJewerr Cry 


Via—CLYDE, OLD DOMINION, SAVANE 
MALLORY and MORGAN S. S. 


THAMES RIVER LINE, INC. | 


Pier 31 E. R. 
TO _..$-c2y 





CHICAGO, ILL} 


From—Stnio lord, South Norwalk, Bridgepedt | 
F. A., W. T. L, Int Iner- Mount 
To—C. F.A., Midiet 


